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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N.Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 





From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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In Kansas City it’s 


TRANSFER and STORAGE CO. 


| Responsible — Reliable ~ Reasonable 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 






Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


Truck for every purpose in Our £12 ty-five uni eer 
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GREAT TERMINALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State Street, New York 


where the terminal is located in the “free 
lighterage limits”) allows the handling of 
cargoes with the utmost speed, safety and 
economy. 

Fireproof buildings with complete sprin- 
kler system enable our patrons to enjoy the 
lowest possible insurance rates. 


PHILADELPHIA TIDEWATER TERMINAL 


G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. KEYSTONE WAREHOUSE COMPANY 


J. A. Moore, Manager W. J. Bishop, Gen’l Mgr. 
Norfolk, Va. Seneca & Hamburg Sts., Buffalo, N. Y. 
MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Bldg. - Chicago 
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and ALLIED INIAND WAREHOUSES _ 


HARVEY C.MILLER President P gas 
W.B.MCKINNEY Secretary &Treasurer A sgt) 
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New Lackawanna 
Terminat Warehouse 
For Light Manufacturing and Distribution 


a rer 






} Some of the Economies offered: 


Low rental and storage charges 

Prompt deliveries in Metropolitan area 

L. C. L. Freight House in building — saves 
cartage 

Built on Lackawanna tracks 

No cartage charges from cars into and out 
of warehouse 

27 elevators give quick floor service 

Convenient to Holland Tunnel and Lacka- 
wanna Ferries 

Storage-in-transit privileges 

Bonded space, U. S. Customs Storekeeper 
on premises. 


These are just a few of the economies. Write for 
complete list and for full detailed information to 


Room 1706, 90 West Street, New York City 
Telephone Hitchcock 4200 
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Electric Freight Service 
800 Points 5,000 Miles : 
Central Electric Traffic Association 








“Overnight Deliveries” 
—Is No Idle Boast 


Numerous small-unit trains, operated at high 
speed, help to make possible regular overnight, 
through freight service between designated points 
within the territory, as outlined in Central Elec- 
tric Traffic Association Adv.—See Pages 946 and 
947 Traffic World, issue dated April 12th, 1930. 


Every day shippers tell us they are cutting 
delivery time from 25% to 50% by routing their 
merchandise via “Electric Railway Freight.” 
“Four carloads of cotton piece goods, shipped 
from South Carolina mills, delivered by electric 
railway to Indianapolis warehouse in four days— 





more than three days faster than by former rout- 
ing,” writes one enthusiastic shipper. Such serv- 
ice as this enables shippers everywhere to keep 
customers satisfied and to increase their business 
throughout the rich middle western territory. 


You will profit by using this up-to-date, 
time-saving service! 

Ship by “Electric Freight” and stop worrying 
about congested highways, terminal tie-ups or 
delays due to transferring and back-hauls. 


For Further Information, Address L. E. Earlywine, 
chairman, Central Electric Traffic Association, Traction 
Terminal Bldg., Indianapolis, Ind., or your local agent. 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


ape amy more than 30 progressive electric railway eg 
in Indiana, Ohio, Michigan, Pennsylvania, Kentucky and Illinois. 


SHIP VIA ELECTRIC RAILWAY FREIGHT 
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t 
The End Of 
Your Telephone 


Waits an experienced, helpful man, 
eager to assist you in expediting 
your shipments to and from the 
Great Empire served by the Soo Line 










Here Are The Numbers Art the end of your telephone, less than a minute away, you 

























Boston, Mass., LR. Robinson . ~. ~ Phone Hubbard 1760 will find an experienced, helpful man, always ready to come to 
Buffalo, N. Y., C.S. Richardson .« ° Phone Cleve. 2880-2881 

Chicago, Ill., C. V. Gallagher =. ~ «+ Phone Central 5542 your offices and help you with your traffic problems as they 
Chippewa Falls, Wis.,E.C. Frost . . «. « +» #=Phone216 ; , 
Cincinnati, Ohio, L.C.Jack . . «. «~ « Phone Main 2168 pertain to the Great Northwest and Western Canada. He’s the 
Cleveland, Ohio, W. S. Elliot . re ° e - Phone Main 2683 


Soo Line Representative, whose sole business is to assist the 





Dallas, Texas, H.L. Tingle . e m ‘ ° - Phone 2-2783 
Detroit, Mich., F.P. Tinker . ~. ~« =» + #=Phome Cherry 7820 . : 

° , fe) ommunity. 
Duluth, Minn.,G.A.Sherwood . . - Phone Melrose 5800 ship pas of yo © y 
Grand Rapids, Mich., W. A. Napper . 3 ° - Phone 41602 p ? y ‘ : . 
Indianapolis, Ind., G.A.Macnamara . . . Phone Riley 3214 Just give him a ring; he’ll be over to your office in a jiffy, and 
Kansas City, Mo.,J.L. Fox . ° ‘ Phone Victor 2235 ’ . ‘ 
Los Angeles, Cal.,C.P. McGhee . . . Phone Vandike 9890 you'll find him a friend always ready to help and serve. Soo 
Memphis, Tenn., J. C. Carey . e - Phone Cumberland 6-0434 * ntatives are selected a Oo . * 
Milwaukee, Wis., J. A. Millington . Phone Daly 3017-3018 Line representa , bec —s f their Cxperience, 
Minneapolis, Minn., E.J. Murphy . . ~ Phone Main 1261 their knowledge of traffic problems, but also because they pos- 
Neenah, Wis., A.C. Wilson . ‘ ‘ . ° - Phone 2250 ; : : ; 
New York, N. Y.,A.L. Preston . . «~ Phone Fitzroy 8474-8 sess that rare genius for making other people’s problems 
Omaha, Neb., Paul H. Hefty > ° - Phone Atlantic 9752 h ‘i 
Passaic, N. J..W.T. Pratt . ‘ ° - Phone 705-R Passaic their own. 
Philadelphia, Pa., F.T. Goodman, Phone Pennypacker 6537-6538 
Pittsburgh, Pa., Robert Main. . ~. .~ Phone Atlantic 6375-6 Get acquainted with the Soo Line Representative in your 
Portland, Maine, John A. Sullivan . . «. Phone Forest 946 P : . 
Portland, Ore.,O.H. Becker. . . « Phone Broadway 4765 city today. In the column to the left you will find his telephone 
San Francisco, Cal., W. W. Smith . ° - Phone Garfield 6721 


Sault Ste. Marie, Mich., W.G. Miller . . Phone 165 and 166 number. Have him call. Get to know him. He personifies the 


Seattle Wash., Wm. P. Lockwood . 7 . - Phone Main 5587 ; ; j 66 ; : 9 
, So ne organization, “‘The Road of Friend] ‘ 
Spokane, Wash., Frank L. Thompson . ‘ - Phone Main 3184 - Li oe . y Service 


St. Paul, Minn., C.K. Landes Phone Cedar 3390, Garfield 1630 


St. Louis, Mo., G. F. Diekroeger . ‘ Phone Main 4768-4769 

Superior Wis.,E.L. Thorp . ‘ . Phone Broad 662 and 663 To avoid delay, shipments for Canadian destinations must be ac- 
Tacoma, Wash., A. E. Walker ‘ . 2 - Phone Main 2562 companied by Shippers’ Export Declaration Made in Triplicate. 
Waukesha, Wis., F. C. Eckert . ‘ é ° - Phone 48 This document must be delivered to railroad agent at initial point 
Winnipeg, Man., C.F. Ronnan . > J ‘ Phone 23375-6 with shipment and accompany same to Canadian port of entry. 
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ROUTE YOUR FREIGHT IN CARE OF THE SOO LINE 
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GREAT BRITAIN 
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“British Made” 
(seis 


British Money 


American goods manufactured in Great 
Britain become British goods— “Made 
in England.” 


A product stamped, ‘“Madein England,” 
achieves greater good-will in England 
than an imported article. It can be sold 
for a lower price—at a higher profit— 
than an import, because of the lower 
cost of British labor... With no cus- 
toms duties, no over-seas transporta- 
tion charges, overhead expense is 
greatly cut. 


Establish your own factory in England, 
and manufacture British-made products 
for British consumption. 


A complete listing of factory sites for 
sale, and buildings suitable for factories 
—for sale or rent—may be obtained 
from the American office of the London, 
Midland and Scottish Railway of 
Great Britain. 


L. M. S. offers a free service to American 
manufacturers. Photographs... plans 
... information as to power and water 
supply, municipal rates, type of labor 
available, forms of transport serving 
the various sites—full details may be 
had on application. 


CRO 


London, Midland & Seottish 
Railway of G. B. 


Thomas A. Moffet, Freight Traffic Manager in America 
I Broadway, New York City 
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Acme Nailless Band, tensioned and securely sealed 
around shipping packages with Acme Strapping 
Tools, protects contents against damage and _ loss 
through pilferage. It is used by thousands of shippers 
on boxes and crates, and for bundling, baling, and 
tying jobs of every description. 

A complete line of strapping tools for reinforcing 
every kind of container is Acme’s contribution to 
Better Packing. 


Write for literature to Acme Steel Company; 
9 General Offices, 2832 Archer Avenue, Chicago. 


STEEL COMPANY (1930) 


GOLDEN ANNIVERSARY 
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Peis Sa es as tit s 
GALVESTON WHARF COMPANY, 
Galveston, Texas. 

Please put me on your weekly mailing list for “Shippers Digest of Galveston.” 


Be ae 











177 


Name Title. 
ennnnnn ncn nnncrnnnnrnnnnnnneeeeeeee reece 


Company or Business 





Si ictsitinseneincunnsanisieiil 


Address 
City State 


















—SHIPPERS DIGEST 
OF GALVESTON 


FXECUTIVES or other shippers who 
are not already receiving Shippers 
Digest of Galveston, issued weekly, are 
invited to mail the coupon for free sub- 
scription. 


The Shippers Digest of Galveston gives 
weekly Cotton, Grain, Flour and General 
Cargo news from the Port of Galveston— 
Sailing Lists to World Ports—Sailing Lists 
in the Coastwise Service to and from 
Galveston—valuable information of 
interest to every shipper. 





TON-GRAIN: FLOUR Also get full information on the 
ERAL CARGO NEWS unmatched unit facilities of the Port 
RT OF GALVESTON of Galveston—The Port of Quickest 

The Port of Galveston Lx “On thé Opensee a3 i ; A ‘ « 
is the Port of Quickest é Dispatch in America. Learn why it will 
save you time and money to route exports 


Dispatch in America, 
the port that takes a a 
or imports “Via GALVESTON.” 


personal interest in 
your shipments. It will 
save you time and 
money on Exports and 
Imports. 


The Port of 


és A LV Ly s ro ’ | Galveston Wharf Company 
ON THE OPEN S*® 3 Established 1854 
George Sealy, Pres. F, W. Parker, Gen. Mgr. 
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BALTIMORE FIDELITY 
WAREHOUSE COMPANY 


STORAGE DISTRIBUTION FORWARDING 
GENERAL MERCHANDISE 


FREE AND BONDED IMPORTS AND EXPORTS 
Baltimore’s Most Modern Warehouses and Piers 











Hillen Warehouse of the Baltimore Fidelity Warehouse Company 


FACILITIES FOR ALL CLASSES OF STORAGE 
DIRECT RAIL AND WATER LINE CONNECTIONS 
LOWEST INSURANCE RATES—NEGOTIABLE WAREHOUSE RECEIPTS 


WAREHOUSES AND DOCKS 








AT BALTIMOR 5 BROWN’S WHARF STATION—FOOT OF BROADWAY. 
1 HILLEN STATION—HILLEN AND NIGH STREETS. 6 HAY HOUSE—FRONT AND CENTRE STREETS. 
2 = STREET STATION—YORK STREET AND BATTERY 
3 PORT COVINGTON—FOOT OF KEY HIGHWAY. AT CUMBERLAND, MD. 
4 FIDELITY STATION—FOOT OF CLINTON STREET, CANTON. 7 SOUTH CANA. STREET. 
Baltimore Fidelity Warehouse Company 
Operating Warehouses of Western Maryland Railway 

General Offices—Hillen and High Sts., Baltimore, Md. 
T. E. WITTERS, Pres. and Gen. Mgr. REPRESENTATIVES H. C. KONOW, Gen. Supt. 
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SSE: I as enacts dso areiae-aalarnatceon Ser Monee Life Biaz FERRET NEARS Atlantic 4736 
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MEMBER: | MARYLANE WAREHOUSEMEN’S ASS’N. 


MARYLAND WAREHOUSEMEN’S ASS’ N. 
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“STOP your- | 


Shipping |: 
Warvies” 


You Can Get the Fast 
Service You Want by 
Routing Through the 


PEORIA GATEWAY 


Simply Show Junction Point 
Peoria, Ill.(Via P. & P. U. Ry.), 
i Between Line Haul Carriers 


: is EXPEDITED SWITCHING SERVICE BETWEEN THE 





M4 Me i FOLLOWING RAILROADS 
te 


RN iy sf mit Peoria and Pekin Union Railway Company 
} \\ = yf a = 
un \.* - Chicage & North Western Railway Company 
ES 
a QY ’ Chicage, ie 
— e he or Scidined’ Beilwen staal 
erage: Beck Island & Pacifie ee Company 
Chicage & St. Louis Railway Company 


oe ae 
ow 
P 5 Rallreed 


Peoria Terminal] Company 
Telede, Peoria & Western Railread 


Postal Card Passing Reports Cheer- 
fully Furnished on All Carloads. 





Transfers of traffic between these many line-haul carriers are made within a few hours 
of the use of the facilities of the Peoria and Pekin Union, while a much longer period is 
required for such interchange of traffic through some of the larger and congested gate- 
ways. Traffic is handled with sufficient dispatch to avoid congestion, thus affording 
regular expeditious service in the movement of all through traffic. 





PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Great Lakes P* New York 


Tne Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 








TORONTO, 4 J cigs 
WY 


Jig 
HAMILTONTE 
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47 : geiPGE PORT 
ric 


DETROITY : 
~ 7 me — onal 
Ag : ve 


TOLEDO aii 
54 oe Lorain 
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Connecting the great Middle West with the Atlantic 
Seaboard, where barges load or discharge alongside 
steamers to and from the Pacific Coast, as well as 
vessels arriving from and leaving for all parts of the Seasonal contracts for the movement of bulk com- 
world, modities are a specialty with us and shippers have 


cent increase in volume of traffic during seven (7) 
years of operation. 





20% saving in freight rates by this route. 


Nothing less than one full barge load (about 650 
gross tons) accepted. Barges move in fleets of four. 


The quality of our service is attested to by 500 per 


effected enormous savings thereby. 


Cargo received or delivered alongside shippers’ or 
consignees’ docks at lake ports or at points in the 
Hudson River, Port of New York, or safe ports on 
Long Island Sound. 


For Rates or Other Information, A.idress 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber ef Commerce Building 


TELEPHONE 
DIGBY 4950 
BONDED CARRIER 
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May 10, 1869. ‘Ronen 
Two queer little locomotives 
with shiny brass glinting in the 
Utah sun—Around them a 
crowd—personages and labor- 
ers, bearded men for the most 

= part, for beards were the style 
-_ Witnesses of the driving 
the Golden Spike, marking 

i e com pletion of the first trans- 
continental railroad—-Southern 
Pacific's OVERLAND ROUTE some 
of today. 


First Transcontinental Railroad Completed 


61 Years Ago Today 


HE 61st anniversary of the 
driving of the Golden Spike, 
May 10, finds this western 
railroad still making history. Weap- 
oned with crude tools, courage and 
vision, the early pioneer hand-carved 
a way to the new West. With the 
vision of the pioneer, the West has 
carried on, and with it, step by step, 
SOUTHERN PACIFIC has builded. 
In the last five years SOUTHERN 
PACIFIC has built more new line 
than any other railroad in the United 
States. 


In fifteen years SOUTHERN 
PACIFIC has built 1481 miles of new 
line at a cost of 88 million dollars. 

From less than 700 miles in 1869 
to 16,520 miles today is but one way 
of recording SOUTHERN PACIFIC’S 





61 years of work. 

Behind this cold fact of miles built 
is the epic story of the development 
of the West—a story of progress in- 
delibly written in the traditions of the 
West. 


You are cordially invited to use the facilities of our entire organization in any 
way we can serve you. — communicate with our representative nearest to you. 











Southern Pacific 





asin. asta id vasa alco ok room cae Healey Bldg. NN Sida eae ka ’ .Boston Bldg. Uptown Pass. Ticket Of.531 Fifth a “ae Mth St. 
09 Morris Bldg. IIIS anii:cs6- 65:0 6/aeceahiniceouae aaa "| Majestic Bldg. ie) Ci j 
502 Wicdeunen Life Bldg. Havana... .. — desi Margall _— Obiepe) 46 
. Old South Bldg. Indianapolis... / lerchants Bank Bldg. 
| Ellicott Square Bldg. Kansas City.. -. Railway Exchange Bldg. 
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Our Platform ’ 


Keep the government out of business. This applies 
to ocean and-inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 
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UNWISE LEGISLATION PROPOSED 
UFFICIENT time has elapsed since Senator Howell, 
of Nebraska, the latter part of March, introduced 
his bill (S. 4005) to amend the interstate commerce act 
vith respect to valuation, rate-making, and disposition 
if excess earnings of railroads, for study to reveal that 
the measure should not be seriously considered by Con- 
sess. Opposition to the bill does not come from a 
‘ingle source. It has been condemned in both shipper 
ind carrier circles as a government-ownership proposal 
ind we think this characterization of it is entirely 
Justified, 

Objection has been made to both the major features 
. the bill—the valuation of railroads on the modified 
Fallon basis suggested by the majority of the Com- 
uission and the disposition of net railway operating 
ncome in excess of six per cent of the “rate base” of 
the individual carrier. The charge that the measure 
Proposes eventual government ownership of the railroads 
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is predicated on provisions dealing with excess income. 
They are as follows: 


(6) If, under the provisions of this section, an operating 
carrier receives for the two-year period beginning with January 
1, 1930, or for any two-year period following in order thereafter, 
a net railway operating income whose annual average is in 
excess of 6 per centum of the average of its rate bases at the 
end of each of said two years, all of such excess income shall 
be held in trust, one-half for the United States and one-half 
for the investors in the securities of said carrier. For the pur- 
poses of this paragraph, including the provision hereinafter in- 
cluded relative to the period prior to January 1, 1930, the rate 
base and the net railway operating income of a group of operat- 
ing carriers, which the Commission finds are under common 
control and management and are operated as a single system, 
shall be computed for the system as a whole irrespective of the 
separate ownership and accounting returns of the various parts 
of such system. 

The one-half of said excess income held by the carrier as 
trustee for the United States shall be expended with the ap- 
proval of the Commission in providing designated extensions of 
line or lines or other additions to or betterments of the carrier’s 
or the system’s railroad property; and such expenditures shall 
be charged to a separate capital account entitled “Public in- 
vestment account.” The public investment so made shall be 
represented by certificates of the trustee in a form approved by 
the Commission which shall be delivered to and held by the 
Commission; and, except as may be necessary to provide for 
payment of interest on such investment (which shall be at the 
rate of 4 per centum per annum), neither such investment nor 
the property in which such investment is made shall be in- 
cluded in determining the individual rate base of the carrier or 
the aggregate rate base of the system, as the case may be, and 
the carrier or system shall not be entitled to any additional 
return upon such investment or property. That part of said 
excess income held by any carrier as trustee for the United 
States shall, after the amount thereof has been determined and 
until expended, as above provided, be invested in obligations 
of the United States or deposited in authorized depositaries of 
of the United States, subject to the rules promulgated from 
time to time by the Secretary of the Treasury relating to gov- 
ernment deposits; and all interest received from such invest- 
ments or deposits shall likewise be held by the carrier as trustee 
for the United States subject to all the requirements of this 
paragraph. 

The one-half of said excess income held by the carrier as 
trustee for investors, together with any interest received thereon, 
shall be placed in a reserve fund for the purpose of paying 
dividends or interest on stocks, bonds, or other securities, or 
rent for leased roads. Said reserve fund may be drawn upon to 
the extent that the net railway operating income for any year 
of the carrier, or of the system of which it is a part, is less 
than a sum equal to 6 per centum of the individual rate base 
of the carrier or the aggregate rate base of the system; but said 
fund shall not be accumulated and maintained beyond a sum 
equal to 5 per centum of the rate base of the carrier or system; 
and when such a fund is so accumulated, and so long as it is 
maintained, the remainder of said excess income, held as 
trustee for investors, shall be used for the purpose of liquidat- 
ing fixed obligations, either in conformity with the terms thereof 
or by the purchase of the carrier’s securities in the open market. 

The Commission shall prescribe rules and regulations for 
the determination of the excess income to be held in trust 
under this section, and for its expenditure, investment, deposit, 
or maintenance in a reserve fund, as above provided. 


Analysis has been made of this part of the bill to 
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UNITED STATES FREIGHT COMPANY 


SERVICE TO THE SOUTH 


Consolidated cars were originated in Eastern Territory. As their 
economy and efficiency in the transportation of less than carload 
freight was demonstrated, their use spread into Western Territory. 


The Universal Carloading & Distributing Company lead in the 
development of consolidated cars in the East, pioneered it in the 
West, and has introduced it into the South. We now have offices and 
terminals in Atlanta, Georgia; Birmingham, Alabama; New Orleans, 
Louisiana, and Memphis, Tennessee. 


Less than carload shipments of articles provided in the Southern 
Classification, with a carload rating of third class or lower, may be 
shipped via “UNIVERSAL CONSOLIDATED CARS” from any 
one of fifty principal cities in the United States to Atlanta, Birming- 
ham, New Orleans and Memphis at a material saving in freight 
charges. 


Shipping less than carload freight via Universal means the reduction 
of your less than carload freight charges to the irreducible minimum. 
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show that, applied to a particular property, the result 
at the end of a given number of years would be that the 
overnment would hold in the “public investment 
account” most of the worth of the property. If this 
theory of the bill is correct, the government, at the end 
of a given number of years, would own the railroads 
and would have paid nothing for them. 

This measure proposes an unsound solution of the 
rate regulation problem. When the time comes for 
revision of the rate-making provisions of the transpor. 
tation act, it should be based on the premise that “excess 
earnings” must pass entirely out of the picture. We 
do not favor the provisions of the present law with 
respect to excess earnings, but we think the change 
proposed by Senator Howell is indefensible except on 
the theory that a gradual change to government owner- 
ship is a policy that should be adopted by the country. 
The proponents of the Howell bill must meet that issue 
frankly. 

Even though the bill, if enacted into law, would not 
bring government ownership of the railroads for a cen- 
tury or so—and we would be opposed to it if it merely 
did that—it would immediately put the government into 
the field of management of the railroads, and that should 
not be done. The Commission would say how that part 
of the excess income to be applied to extensions, addi- 
tions, and betterments should be spent. At once the 
government would be in partnership with the railroads 
and it is not at all unlikely that a government commis- 
sion would take an increasing interest in the “public 
investment account” that in time, probably, would 
gobble up the railroads and make them entirely govern- 
ment property. The tendency undoubtedly would be to 
hasten the day, if possible, when government ownership 
of the railroads would be a fact. 

Enactment of the Howell bill would at once produce 
chaotic conditions. It could hardly be expected that 
private capital would invest in the railroads if such a 
law were on the books. There might be a few with 
money who would desire to advance the cause of govern- 
ment ownership, but not many. As we said in the be- 
ginning, this bill should not be seriously considered by 
Congress. Holding of hearings on it would be worse 
than a waste of time unless we are mistaken as to the 
attitude of the country on the question of government 
ownership of railroads. The Senate interstate commerce 
committee should “shelve” the Howell bill. 


RAILROAD EARNINGS 


Class I railroads in the first three months of 1930 had a 
het railway operating income of $176,253,624, which was at the 
annual rate of return of 3.56 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics. In the first three months of 1929, their 
het railway operating income was $259,323,783, or 5.35 per cent 
on their property investment. 

Property investment,” continues the bureau, “is the value 

mtn and equipment as shown by the books of the railways, 

atin rd materials, cash and supplies. The net railway oper- 

pe ~4 ncome is what is left after the payment of operating 

oth 8€s, taxes and equipment rentals, but before interest and 
er fixed charges are paid. 

This compilation as to earnings for the three months of 


of r 
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1930 is based on reports from 172 Class I railroads, representing 
a total of 242,354 miles. 

“Gross operating revenues for the first three months of 
1930 totaled $1,331,982,486, compared with $1,481,224,504 for the 
same period last year, or a reduction of 10.1 per cent. Oper- 
ating expenses for the first three months of the year amounted 
to $1,038,418,491, compared with $1,098,060,343 for the same 
period one year ago, or a reduction of 5.4 per cent. 

“Class I railroads in the first three months of 1930 paid 
$88,372,893 in taxes, compared with $95,577,394 for the same 
period the year before. For the month of March alone, the tax 
bill of the Class I railroads amounted to $30,145,797, a decrease 
of $2,473,608 under the previous year. 

“Thirty-four Class I railroads operated at a loss in the 
first three months of 1930, of which eleven were in the Eastern, 
two in the Southern and twenty-one in the Western district. 

“Net railway operating income by districts for the first 
three months of 1930 with the percentage of return based on 
property investment on an annual basis follows: 


POW DOE TROON oo oncccccicessveccecscsves $ 10,863,503 5.54% 
i. » seer rene er rise 31,369,881 3.74% 
COTTE TURSCETR TROBIGR . 00 occcccnccccccccvesvcs 38,209,217 3.86% 
I os namie naoueeerewn abalone 18,432,802 8.11% 

ri eS eer ree 98,875,403 4.39% 

te ee 25,017,531 2.89% 
PRGUSIONNOER TRONIORD os occicinsscse0veeseeseses 6,262,418 1.50% 
Cn Pe MED on. o0cesseesvesseenes 30,018,285 3.31% 
ee. ae eee 16,079,987 3.18% 

a ee ere 52,360,690 2.86% 





TER WONG enc t0000s0ciednnseeesnetaees $176,253,624 3.56% 


“Class I railroads for the month of March had a net railway 
operating income of $61,074,229, which, for that month, was at 
the annual rate of return of 3.06 per cent on their property 
investment. In March, 1929, their net railway operating income 
was $97,404,523, or 4.98 per cent. 

“Gross operating revenues for the month of March amounted 
to $452,716,556, compared with $517,563,319 in March of the 
preceding year, or a decrease of 12.5 per cent. Operating ex- 
penses in March totaled $351,278,765, compared with $377,757,681 
for the same month in 1929, or a decrease of 7 per cent. 


Eastern District 


“Class I railroads in the Eastern district for the first three 
months in 1930 had a net railway operating income of $98,875,403, 
which was at the annual rate of return of 4.39 per cent on their 
property investment. For the same period in 1929, their net 
railway operating income was $136,242,288, or 6.19 per cent on 
their property investment. Gross operating revenues of the 
Class I railroads of the Eastern district for the first three 
months in 1930 totaled $672,402,828, a decrease of 9.3 per cent 
below the corresponding period for the year before, while oper- 
ating expenes totaled $519,160,679, a decrease of 5.2 per cent 
below the same period in 1929. 

“Class I railroads in the Eastern district for the month of 
March had a net railway operating income of $32,653,245, como- 
pared with $50,319,686 in March, 1929. 


Southern. District 


“Class I railroads in the Southern district for the first three 
months of 1930 had a net railway operating income of $25,017,531, 
which was at the annual rate of return of 2.89 per cent on their 
property investment. For the same period in 1929, their net 
railway operating income amounted to $34,770,776, which was 
at the annual rate of return of 4.08 per cent. Gross operating 
revenues of the Class I railroads in the Southern district for 
the first three months in 1930 amounted to $178,730,239, a de- 
crease of 9.6 per cent below the same period the year before, 
while operating expenes totaled $139,172,711, a decrease of 5.6 
per cent. 

“The net railway operating income of the Class I railroads 
in the Southern district in March amounted to $9,308,727, while 
in the same month in 1929 it was $12,051,408. 


Western District 


“Class I railroads in the Western district for the first three 
months in 1930 had a net railway operating income of $52,360,- 
690, which was at the annual rate of return of 2.86 per cent 
on their property invetment. For the first three months in 
1929, the railroads in that district had a net railway operating 
income of $88,310,719, which was at the annual rate of return 
of 4.93 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the Western district for 
the first three months this year amounted to $480,849,419, a 
decrease of 11.4 per cent under the same period last year, while 
operating expenses totaled $380,085,101, a decrease of 5.7 per 
cent compared with the first three months last year. 

“For the month of March, the net railway operating income 
of the Class I railroads in the Western district amounted to 
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$19,112,257. The net railway operating income of the same 
roads in March, 1929, totaled $35,033,429. 


CLASS I RAILROADS—UNITED STATES 
Month of March 


1930 1929 
Total Operating TFOVENUCS. ....0:0600ccccccives $ 452,716,556 $ 517,563,319 
TOtal OPSTAUINE ECEPCNBSS, ..0.ccccvcveccsces 351,278,765 377,757,681 
EE A ee ee eee 30,145,797 32,619,405 
Net railway operating income............. 61,074,229 97,404,523 
Operating ratio—per CONt..ccccccccsccscce 77.59 72.99 
Rate of return on property investment.. 3.06% 4.98% 


Three Months Ended March 31 


Total operating TEVONUES << o.ccccsccesces $1,331,982,486 $1,481,224,504 
Total operating EXPENSES. ....scccccccsecce 1,038,418,491 1,098,060,343 
i I ae tr erie Cee rere 88,372,893 95,577,394 
Net railway operating income............. 176,253,624 259,323,783 
Operating ratio—per cent................6-. 77.96 74.13 
Rate of return on property investment.... 3.56% 5.35% 


APPLICANT TO PRACTICE HEARD 


The Traffic World Washington Bureau 


An unusual hearing was held by Examiner W. A. Hill this 
week. It was to afford Abner Pollack, treasurer of the Industrial 
Traffic Freight Bureau, New York, N. Y., an opportunity to 
support his application for a certificate permitting him to prac- 
tice before the Commission. The applicant, counsel, and a 
character witness appeared before the examiner. 

The Commission, in posting the hearing referred to the 
proceeding as “in re application of Abner Pollack for admission 
to practice.’ No charges were filed, but B. L. Smelker, an 
attorney in the Commission’s bureau of inquiry, subjected Mr. 
Pollack to cross-examination to bring out from the applicant an 
admission that he had been indicted at Louisville, Ky., and 
accused of presenting false freight rate claims to the Louisville 
and Nashville. 

Mr. Pollack said he had been told that the indictment had 
been dismissed. Answering a question by Mr. Smelker, he said 
he had not received a letter from the district court at Louis- 
ville adyising him that the dismissal had been cancelled. 

The papers in relation to the claims alleged to be false 
were put into the record after identification by a witness from 
the freight claim agent’s office. They referred to shipments 
of tires, claimed by the railroad to be new, but certified, in a 
number of instances, by.the manufacturer as old and fit only 
for reclamation. The applicant said that, in his checking of 
freight bills, his practice was the same as that of other freight 
bill checking bureaus and that he made changes in descriptions 
of goods shipped when there was reason for so doing because the 
descriptions were not accurate and that, when facts disclosed 
errors, money paid by railroads under the impression that there 
had been an overcharge was refunded to the railroads. 

It developed, in the course of a colloquy between the appli- 
cant and the examiner, that the amount of money involved in 
the claims tied up with the indictment was less than $50 and 
that the applicant’s share would have been less than $25, he 
and his clients having agreed to an even split of money recov- 
ered on account of overcharges. 

In the course of testimony in behalf of the New Haven and 
Lehigh Valley in the Abner Pollack hearing it was brought out 
that, in several instances, bills of lading or freight bills were 
mutilated, the mutilation in each instance consisting of the 
tearing off of that part of the document on which the claim base 
number of a carrier had been stamped. 

Explaining that, Mr. Pollack said he had instructed his 
stenographers, when sending out such bills to a second railroad 
after they had been declined by one railroad, to remove the 
claim base number of the carrier that had declined to pay the 
overcharge claim. On cross examination of one of the railroad 
claim clerks, Raphael Blank, one of the sponsor’s on Pollack’s 
application for permission to practice, it was admitted that 
removal of that number did not cause the second railroad to 
pay the claim or otherwise lose money. 

In rebuttal, Mr. Pollack said he had not instructed that the 
number be torn off, but that it be removed because he wanted 
to make certain that there would be a real inquiry into the 
claim such as he understood the law required a carrier to make. 
He said that, in filing overcharge claims in behalf of the Giant 
Tire and Rubber Company he had no reason, from any prior 
experience, to suspect that new tires might be shipped from 
dealers to a manufacturer, because all his experience was that 
only old tires or tires not up to specifications, fit only for 
remelting or reclamation, were shipped from dealers to manu- 
facturers. The fact that some bills said ‘tires, wrapped,” did 
not indicate to him, he said, that they were new tires. He 
exhibited bills on which refunds had been made written in the 
same terms. He insisted that other auditors of freight bills 
depended on their general knowledge as foundation for filing 
claims for return of overcharges without first making specific 
inquiry about every one of the thousands of bills for refunds 
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that were filed. Railroads, he said, were supposed to mak 
inquiry and that only when a railroad declined to Day a oe 
did the freight bill auditor seek support other than the om” 
bills or bills of lading for the claim. inal 

In support of Pollack’s contention that he conducteg hi 
business in exactly the same manner as other freight fe 
auditors, also called claim agents, W. A. Moss, a ractitione 
before the Commission and one of Pollack’s SPONSOFS, said he 
would have done the same as Pollack; that he sent jn claims 
for overcharge based on his general knowledge of shipping 
points, rates, and the customs of the furniture business jp which 
he had specialized and the fact that furniture manufacturer 
clerks billed chests of drawers as chests and that railroad jy. 
spectors frequently applied the cedar chest rating on the ches, 
shipped as parts of bedroom suites. He exhibited g number 
of bills in which chests of drawers were billed as chests an; 
that had been rated as cedar chests and on which he }aj 
received refunds, and also other bills he said he intended to 
submit without going back of the freight bills or bills of lading 
All freight bill auditors, so far as he knew, he said, solicit; 
business by means of circulars. Pollack, when he was on th 
stand in rebuttal, said his thought now was that he Would 
continue to solicit business by means of circulars. 

Pollack said he cancelled the tire claims when he fou, 
that some of the tires returned to the manufacturers were ney 
but, he said, the erroneous claims submitted were negligible i, 
comparison with the whole number submitted. He said th 
practice of removing the claim numbers from freight bill. 
placed there by carriers that had declined to pay them, was 
stopped when it was learned that carriers objected. Throughoy 
he insisted that he had acted in good faith and only becam 
convinced that he was not following a good practice when he 
had stepped into trouble that had caused him great expense 
and worry. In answer to Mr. Blank he said he could subscribe 
to the code of ethics for practitioners and carry out their pre. 
cepts. Answering Mr. Blank’s questions, the applicant said he 
had made no arrangements for counsel when he came to this 
hearing because he did not know that he was to be placed m 
trial before an examiner and that he understood that Mr. Blank 
and Lewis Steinfeldt, who testified as to the applicant’s char. 
acter, came to Washington in response to notices from the 
Commission of the same character as had been sent to him. 
He said that no arrangements had been made for remunen- 
tion for them and that none were contemplated. Mr. Mos 
made similar declarations in addition to saying that he had 
worked with Pollack in a number of freight bill auditing 
bureaus and knew him to be a man of good reputation. 

Wilmer Hill, of the Commission’s bureau of inquiry, testi- 
fied as to conversations he had had with the applicant about 
his connection with the claims submitted to the Louisville é 
Nashville. 

A copy of the indictment returned against the applicant 
was ruled out by Examiner Hill. Mr. Blank objected to it, 
saying he wanted the Commission to decide the matter on the 
record made before the examiner. Examiner Hill asked Mr 
Smelker if all the allegations in the indictment were not covered 
in the testimony, and Mr. Smelker said they were. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Hyman J. Adelstine, Cleveland, Ohio; H. W. 4! 
len, Phoenix, Arizona; Roy A. Black, Chicago, IIl.; James F. 
Blanton, Brownsville, Texas; V. T. Bledsoe, Phoenix, Arizona; 
George L. Buland, New York, N. Y.; J. L. Carver, Cedar Rapits, 
Iowa; Robert C. Copeland, Montgomery, Ala.; J. Early Craig 
Phoenix, Arizona; Ross Jerden Donaldson, Mattoon, Ill; Heaty 
T. Dorrance, Utica, N. Y.; Fred W. Dutton, Cleveland, Ohio; 
Omar C. Ebenhack, Pittsburgh, Pa.; H. M. Fennemore, Phoetlt, 
Arizona; Richard Fennemore, Phoenix, Arizona; William F. 
Garcelon, Boston, Mass., L. V. Haas, Cleveland, Ohio; John L 
Hall, Boston, Mass.; Clarence J. Johnson, Kansas City, Mo. 
Elfred H. Jones, Milwaukee, Wis.; W. Dewey Lawrence, Austll, 
Texas; James H. McCann, Boston, Mass.; Robert R. McCoy, 
Springfield, Ill; Edward F. McDonald, Kansas City, Mo.; (lar 
ence H. Noah, Raleigh, N. C.; Charles O. Pengra, Boston, Mass., 
Thomas C. Ridge, Louisville, Ky.; James Grafton Rogers, Det 
ver, Colo.; Otho C. Sappenfield, Bedford, Indiana; Lester G. 
Sever, Kansas City, Mo.; Earl S. Souder Philadelphia, Pa.; - 
Tessler, Newark, N. J.; Ernest L. Thrall, Detroit, Mich.; David 
L. Topham, Springfield, Mass.; Orville L. Turley, Chicago, Il, 
William Joseph Wilkes, New York, N. Y.; Benjamin Atchiso2 
Word, Louisville, Ky.; John R. Yates, Washington, D. C. 


RAIL EMPLOYES AND CONSOLIDATION 
The Senate interstate commerce committee has favorit 
reported the Hawes bill (S. 4205) with an amendment. “ 
purpose of the measure is to empower the Commission to 4 
tect the interest of railroad employes in consolidations of 
roads. 
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Current Topics in 
Washington 
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Spring may be the time when the young 

man’s. fancy turns to thoughts of love— 
about which the young woman may have 
been thinking all winter. But one look 
at the calendar of the Federal Trade Com- 
mission will convince almost anyone that 
ing is the time when the urge to make the other fellow be 
d is strong upon the man of business. 
Seven trade practice conferences are to be held in this 
merry month of May by as many industries. At such con- 
ferences the participants adopt codes of practice or ethics to 
govern their competition. So far as the veteran among the 
Trade Commission’s staff can recall, no participant in such a 
conference has ever admitted that he has been so bad as to 
require the clapping on him of any code of ethics. The code 
ig always needed to make the other fellow be good. That being 
so, the trade practice conference usually winds up in a love 
feast. Everybody is happy—until the other fellow begins con- 
struing or interpreting the various rules. Then, vulgarly speak- 
ing, the fat is in the fire. 

The industries that now feel the need of adopting codes 
designed to make their members fit to associate with each other 
are the sardine packers, the sports good people, mixed feed 
manufacturers in the southern states, schiffli embroideries, knit 
underwear manufacturers, bottle cap manufacturers (whose busi- 
ness may be curtailed because the Supreme Court says prohibi- 
tion agents, under certain conditions, may seize articles intended 
for or useful in the manufacture of intoxicating liquors), 
and pin makers. This is the second conference the knit under- 
wear manufacturers have decided on. 

Each conference will be presided over by a member of the 
Trade Commission. Piracy of designs is to be the chief subject 
among the embroiderers. Use of paid testimonials in the ad- 
vertisement of sport goods will engage the attention of the 
makers of golf clubs, tennis rackets, and hockey sticks. The 
large sums said to be paid to amateurs and professionals for 
testimonials may be mentioned if the manufacturers become 
very frank with each other and they decide that it is bad busi- 
hess to pay cash for testimonials. The bottle cap makers 
accuse each other of bribery and of making threats to sue each 
other for patent or trade-mark infringement. 


The Urge to 
Make the Other 
Fellow Be Good 
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Based on a survey made by a 
cooperating committee consisting 
of representatives of national farm 
organizations, the seed trade, and 
specialists of the Department of 
, Agriculture, the agricultural serv- 
ice department committee of the Chamber of Commerce of the 
United States has come to the conclusion that the weed tax 
a2 productive enterprise, chiefly agriculture, in America, amounts 
‘0 More than three billion dollars a year. A memorandum to 
that effect has been submitted to the Federal Farm Board in 
support of measures looking to the reduction of the burden. 
Among the weed pests are rust fungi, bindweed, morning glory, 
garlic, cockle, ragweed, mustard, jimson weed, burrs, sticktights, 
water hyacinth, tumble-weed, Russian thistle, quack-grass, nut- 
grass, and Johnson grass. The thought is that something 
should be done about the matter. 


The late Senator Robert Foligny Broussard, of Louisiana, 
Where the water-hyacinth is beautiful but pestiferous, thought 
2 that subject more than twenty years ago. He thought it 
Would be a good thing to import a few pairs of hippopotami and 
set them to work clearing the streams in Louisiana. But he 
did not think so much of his first thought when several Acadi- 
ais solemnly assured him that a hippopotamus could smell 
a tice field ten miles away and that his nose told him how to 
set to the rice field at the rate of about twenty miles an hour. 

The Acadians, in their delightful patois, suggested to Cousin 

that he should revise his scheme and substitute man-made 
machinery in his program for ridding the streams of hyacinths 
80 that small-engined boats could again make use of the bayous. 
- even reminded him that théir compatriots in Martinique 
de — day they imported the mongoose to chase away the fer 
chi — because the mongoose had shown a greater liking for 

‘eKens than for the poisonous snake. 


Enormous Loss Imposed 
on Productive 
Enterprise by Weeds 
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Of course, the Chamber of Commerce is not suggesting the 
introduction of the hippopotamus or the mongoose. It is sug- 
gesting, however, that it is time for the national government 
to set about a serious program for weed eradication. It pointed 
out that the total appropriations for weed research work by 
the Department of Agriculture amounted to less than $33,000. 





Last year soviet Russia sent 112,500 
tons of coal into the United States, chiefly 
into New England and some into Canada. 
In both areas the Russian coal displaced 


Communist 
Coal Becoming 


a Problem coal that otherwise would have been mined 
either in Nova Scotia or in the United 
States. This year the imports have increased, the coal coming 


through the Black Sea and the Mediterranean. The coal indus- 
try of the country is beginning to think of the importations 
as causing a problem. The imports are about equal to 2,250 
cars of coal—an amount not to be jeered at either by the oper- 
ators in any field or by any railroad serving a field. A sug- 
gestion has been made that the tariff commission could get at 
the sore spot by applying the provisions of the anti-dumping 
part of the tariff law to the enterprise of the soviet. 


It is the theory of fhose making the suggestion that the 
communist state, because it practically enslaves the workers 
and subsidizes the ships that carry the coal on its long journey, 
is dumping the coal in the United States with a view to be- 
deviling this capitalist country and showing the workers thereof 
that, under a communist form of government, the proletariat 
can take the good things of the world. 





The census that is nearing com- 
pletion, in so far as the field work 
is concerned, will cost about $40,- 
000,000—a sum big enough to build 
about two and a half times as much 
railroad mileage as the Commission 
has recently authorized the Santa Fe to build in Texas and 
New Mexico. The taking of the census is required by the 
constitutional provision for the apportionment of membership 
in the House of Representatives according to population. The 
counting of noses is all that is required to carry out the man- 
date of the fundamental law—the law enacted by the people. 


Laws enacted by representatives of the people have made 
the matter much more than a counting of noses. In fact, the 
census blanks, filled out by citizens the enumerators tell their 
bosses they have been unable to find at home, are more fearful 
and wonderful than the income tax blanks. There is nothing 
in the Constitution requiring a citizen to tell where he or any 
other member of his family was born, where, if so, the citizen 
and the members of his family claim voting residence, the value 
of the home, if owned, or the amount of rent paid if not owned. 
It will undoubtedly be interesting to know what percentage of 
Americans live in houses they own, in whole or in part, how 
many there are who cannot read and write, and how many own 
radio sets. 


It is interesting for a man to know the name of his ances- 
tor who may have been chased around the swamps of Britain 
by the Romans or which of his ancestors waved a farewell to 
the cesar who became Constantine the Great when he departed 
from York, England, on his way to become the augustus, 
founder of the city now deserted, as a capital, by the Turks, 
or the name of his Saxon ancestor who was forcibly made 
into a Christian by Charlemagne, the Frank, whose sword was 
a persuasive instrument of conversion. But the man who spends 
a considerable sum on investigations of that sort has a hard 
time escaping the men who study those of peculiar mental 
slants. Perhaps there should be a commission to make,a study 
to determine whether the result is worth the part of the 
$40,000,000 spent for the information other than the number of us. 


Forty Millions Spent 
to Find Out How 
Many There Are of Us 





The House of Representatives will fol- 
low this year on May 15 the precedent set 
a year ago of holding one memorial service 
for all members of Congress who have died 
within the year. Until last year a separate 
service was held, usually on a Sunday, for 
each member. Eulogies pronounced at each service were printed 
in a separate pamphlet. Under the practice established a year 
ago the memorials will be in one volume. The service will be 
broadcast so that the communities interested will be able to 
hear the eulogies as pronounced. This year the Interstate Male 
Chorus of twenty-four voices under the baton of Commissioner 
Aitchison will sing Bohannon’s “Captain, My Captain,” written in 
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memory of Lincoln, and William L. Thickstun’s arrangement of 
“Crossing the Bar.” 

The hearing held this week on 
the application of Abner Pollack for 
admission to the ranks of the prac- 
titioners before the Commission con- 
veyed the impression to those not 
familiar with that class of work that 
there was as much hostility among them as there was at one 
time among the railroad and shipper commerce counsel. The 
claim agents may believe in each other’s honesty, but they 
seem not to like to let the fact be known. That may be why 
the railroad claim agents refer to the shipper agents, particu- 
larly the freight bill auditors, as reparation or claim “hounds.” 
The shipper agents are no more complimentary in referring to 
the agents of carriers to whom they are required to submit 
claims. The shipper agents seem to feel that the carrier agents 
follow the line of least resistance in a large percentage of 
cases by merely saying no. 

The question whether it is ethical or otherwise for a freight 
bill auditor to solicit business by means of letters and circulars 
may come up for public discussion as a result of the hearing. 
It is accepted that an attorney may not solicit business. There 
is an inclination to put a like rule on an auditor. The small 
shipper may feel that sucn a rule would deprive him of the 
benefits the law intends he shall have because he is usually 
not expert enough to detect overcharges and his business, he 
feels, is not big enough to warrant his employment of a traffic 
manager on a salary basis. No railroad is supposed to desire 
to keep money in excess of the amount arrived at through the 
application of the proper rate. It is a fact that railroads re- 
fund money to shippers when no claim has been filed. The 
writer once had thirty cents returned to him he had no idea 
was his due. The average small shipper, however, feels that he 
will not be protected by the railroad auditors, usually not know- 
ing that overcharges that are not detected by railroad auditors 
arise frequently from his failure to make a proper description 
of his goods. 

Perhaps it would be good for the souls of all concerned 
to hold a trade practice conference, not under the auspices of 
the Federal Trade Commission, but under the moderatorship 
of the Interstate Commerce Commission. It might profitably be 
attended by the local freight agent who is supposed, in case of 
doubt, to assess the highest rate he can find on the article 
shipped or anything that looks like it, on the theory that it is 
hard to collect an undercharge, except by suit, while it is easy 
to get money back from a railroad. It would also be a fine 
conference if it were attended by those who hoot at the theory 
that it is easy to get money back from a railroad.—A. E. H. 


Railroad and Shipper 
Claim Agents 
Seem Hostile 


HALT IN CONSOLIDATION 


The Traffic World Washington Bureau 


The Senate may consider the Couzens resolution to sus- 
pend the authority of the Commission to approve consolidations 
or unifications of railroads before the expected adjournment of 
Congress some time in June. The Republican steering com- 
mittee of the Senate has included the measure in its legislative 
program for the remainder of the session. 

Senator Couzens reported the resolution to the Senate on 


the afternoon of May 8, with the recommendation that it “do ; 


not pass.” The vote, as finally assembled, was a tie, 9 to 9. It 
was then decided to report the resolution adversely. 

The report accompanying the resolution reviewed, in part, 
the testimony at the hearings. It stated that a majority of the 
committee did not favor total suspension of the Commission’s 
authority to pass on consolidations. The report indicated that 
a majority of the committee also favored parts of the revised 
resolution, but that there was not a majority in favor of all 


the provisions. 
The revised resolution (see Traffic World, May 3) follows: 


Resolved by the Senate and House of Representatives of the United 
States of America in congress assembled, That the authority of the 
Interstate Commerce Commission under existing law to approve and 
authorize any consolidation of railroad properties or any acquisition 
of control by one carrier by railroad of any other such carrier or 
earriers is hereby suspended until March 4, 1931, except in so far 
as such authority can and shall be exercised in conformity with the 
following requirements: 

(a) The Commission is specifically authorized and directed to pre- 
scribe in its order approving and authorizing any consolidation or 
acquisition of control such terms and conditions as may be found 
necessary to prevent the dismissal, lay-off or demotion of employes 
and/or uncompensated losses of rights, privileges and conditions of 
employment, and/or to compensate employes for all losses and ex- 
penses (including losses and expenses sustained through change of 
residence or disposition of homes), as a result of the anticipation or 
consummation of such consolidation or acquisition of control to the 
extent that the Commission determines such losses result from the 
to aa or acquisition of control and not from other economic 
actors. 
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(b) The Commission is further specifically authorized to 
a condition of any consolidation or acquisition of control that 
through routes and channels of trade and commerce shall be 
tained, and also to require as a condition precedent to its oa, 
and authorization of such consolidation or acquisition of control ne 
the applicant or applicants shall make a binding offer upon such sat 
as the Commission shall prescribe, to acquire control of, or to rms 
solidate or merge with, or to purchase the properties of any a 
carrier or carriers by railroad, not included within the applicati er 
which are assigned to the same system with applicant or applicant: 
in the Commission’s plan of consolidation. In the event of such | 
condition precedent, the Commission is also authorized in its discre. 
tion to approve and authorize the acquisition of control or consolida. 
tion or merger or purchase specified in such condition precedent with 
or without other proceedings under this section. 

(ec) The Commission shall not approve or authorize any such 
consolidation or acquisition of control where, except for such approval 
and authorization, said consolidation or acquisition of contro] would 
be in violation of any of the anti-trust laws as designated in sectior 
1 of the act entitled “An act to supplement existing laws against 
unlawful restraints and monopolies, and for other purposes,” approved 
October 15, 1914. ; 

Be it further resolved, That any consolidation or unification or 
common control, or any exercise of common control, of carriers py 
railroad engaged in interstate commerce, or the properties thereof 
however, accomplished, whether directly or indirectly, through ; 
holding company or holding companies, by a voting trust, or in any 
other manner whatsoever, and which the Commission is not empowered 
to approve and authorize, or which the Commission, if empowered. 
has not approved and authorized, is hereby declared unlawful and 
may be enjoined by any court of competent jurisdiction at the suit 
of the United States, the Commission, any commission or regulating 
body of any state or states affected, or any party in interest. The 
Commission is hereby directed and authorized to execute and to 
enforce the provisions of this resolution in the same manner and to 
the same extent as though they were written into the interstate 
commerce act. 


C. OF C. RESOLUTIONS . 


The Chamber of Commerce of the United States at the 
closing session of its annual meeting referred for committee 
study and report proposals relating to inland waterways, motor 
common carriers, railroad consolidation, and railway ate. 
making. The following resolutions on aeronautics and high- 
ways were adopted: 


AKe jt 
€Xisting 


Aeronautics 


The chamber has long advocated the use of air transportation to 
afford more rapid postal service. We believe that only with the 
extension of air mail lines will the full usefulness of this _ service 
be attained. We accordingly welcome the legislation which is being 
enacted for the purpose of enabling the postmaster general to place 
contracts for air transportation of mails for adequate periods o! 
a basis of compensation equitable for the service rendered and to 
further advance and encourage the development of the country’s 
air transportation system. We advocate that legislation for this 
purpose should be kept current with the progress of the art ¢ ait 
transportation, including service overseas as needed for our busi- 
ness and development of our foreign trade. ; 

The importance of uniformity throughout the country in laws and 
regulations affecting civil flying has been emphasized before by this 
organization. Much progress has been made by the states in enacting 
legislation suitable for this purpose. We now urge that states which 
have not yet enacted legislation requiring federal licenses for air- 
craft and air men engaged in intrastate flying, in order that uniform 
and high standards may be applicable in all parts of the country, 
should now enact laws conforming to the recommendations of the 
department of commerce. - 

The development of the use of gliders should be encourage 
under proper standards of design, construction and operation. =. 
nautical laws and regulations adopted by the states should, as under 
the air commerce act, suitably provide for the inspection, licensing 
and operation of gliders as well as power aircraft. : ; 

Continued development of airports and airways is vital to ee 
efficiency and safety of air transportation and should be encouraged 
by state and federal governments, including the services of weather 
reporting, radio direction and communication. To further uniformy 
in airway markings, lighting and other means of identification, ap 
more efficient and safer use of airports and airways, it is recom- 
mended that a conference be called by the secretary of commerce 
at an early date to consider the laws, regulations and_ practices 
relating thereto, including local enforcement. 

Inter-American Highway 

The Sixth International Conference of American states meeting 
at Havana, Cuba, February, 1928, recommended to the several om 
tries of the Pan American Union that steps should be taken im- 
mediately looking forward to the construction of a great inter-Ame 
ican highway in the interest of closer relations between the people 
of the new world. inmate 

Development of such a road would provide the two contine ; 
with their first all-land artery of communication and would _* 
far-reaching and favorable influence upon all nations in the Fal 
American Union. ’ this 

The Chamber of Commerce of the United States endorses ~ 
proposal and urges that the government of the United — 
every fitting cooperation to the other governments of the Pan An 
ican Union in its realization. 

Highways on Federal Lands 


In western states there are large areas of public lands held id 
the United States for its own purposes. There is urgent need 1 
construction of highways across these lands as important connecting 
links on interstate highways and construction of highways to es 
mote the use of some of these lands for the purposes for which they 
are intended. Congress should make suitable provisions for the federa’ 
government to construct these highways on its own lands at © 
own expense. 


You may either write or wire our Washington office 
for information concerning matters in any departmet! 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Decisions of Interstate Commerce Commission 





OHIO TRACTION FARES 


With Chairman McManamy and Commissioners Lewis, 
Woodlock and Porter dissenting, the Commission, in No. 22764, 
in the matter of rates, fares and charges of the Wheeling 
Traction Co. within the state of Ohio, has found that the pas- 
senger fares required to be maintained by the traction company, 
in Ohio, by authority of that state, have not been shown to result 
in a Violation of section 3 or section 13 of the interstate com- 
merce act. It has therefore discontinued the proceeding, which 
was instituted upon the petition of the traction company. Com- 
missioner Eastman wrote the report. 

The investigation was to determine the reasonableness of 
the interstate fares published in the traction company’s tariff, 
1 ¢. C. No. 21; whether the fares which the petitioner was 
required to maintain in Ohio by authority of that state caused 
or would cause any undue preference of persons or localities en- 
gaged in intrastate commerce and undue prejudice to persons or 
localities engaged in interstate commerce, or any unjust dis- 
crimination against interstate commerce; and what fares should 
be prescribed to be charged by the petitioner to remove any 
such preference, prejudice, or discrimination as might be found 
to exist. 

Some of the fares the traction company is permitted to 
charge are fixed by franchises held by the traction line from the 
municipalities through which its lines pass, and some by the 
Ohio commission. 


Jurisdictional questions were raised in connection with the 
proceeding which caused the Commission to review many of the 
cases that had gone through the Supreme Court of the United 
States. The Commission said that it could not be said, after 
it had reviewed those cases, that its jurisdiction over all the 
fares in issue was free from doubt. But passing over that some- 
what doubtful point, the report said, if the Commission had any 
authority to require an increase in the intrastate fares in ques- 
tion, such authority existed only if it was shown that the fares 
created undue preference of persons or localities engaged in 
intrastate commerce and undue prejudice to persons or localities 
engaged in interstate commerce or created unjust discrimination 
against interstate commerce and that the higher interstate fares 
with which they were compared were reasonable. 


So far as the reasonableness of the interstate fares was con- 
cerned, the Commission said that while the proof was very 
meager it was no doubt sufficient. With respect to undue 
preference of persons or localities the report said there was 
no evidence except the testimony of officers of the traction com- 
pany. They undeftook to show, according to the report, that 
the various communities in Ohio and West Virginia were in one 
industrial district and hence were in competition as residential 
and trading centers; that intrastate and interstate passengers 
traveled on the same cars and were given the same character 
of service, and many things more of that character. The Com- 
mission said that no person or representatives of localities were 
complaining or testified that they would be benefited if the 
intrastate fares were raised. Any conclusion that injury existed, 
the Commission said, had to be obtained by inference from the 
interested testimony of traction company officers. 

The Commission said that if the traction line was not within 
the scope of section 15a, there was no obligation on its part 
to Increase its interstate fares beyond what would otherwise be 
reasonable in order to make good deficiencies resulting from 


= fares. In disposing of the matter the Commission 
said: 


_, It may be that it can be shown that the discrepancy between 
interstate and intrastate fares which here no doubt exists results 
substantial injury to persons or localities engaged in interstate 
jmmerce or in a real obstruction to that commerce, but in our 
itdgment this has not been shown with sufficient certainty upon 
pang record. Such electric railway operations as are here involved 
a party a_matter of local concern, and they ought not to be 
ry ated from Washington unless real and substantial need exists 
ian ag action to prevent injury to interstate commerce. Inter- 
t. oes by federal authorities with state sovereignty is not at matter 
the I undertaken without good and sufficient reason. It may be that 
roel ag authorities of these communities in Ohio are unwise in their 
trary ent of respondent, and are pursuing a policy which is _con- 
is Mie their own interest, rightly understood. But that in itself 
S Msufficient reason for interference on our part. 


Chairman McManamy, in his dissent, said that he was at a 
to understand how there could be any doubt concerning the 
ee ion’s jurisdiction over the respondent in the circum- 
“ances disclosed. He said that naturally there would be no 


loss 


complaints by representatives of localities in support of the 
traction company for the very good reason that interstate pas- 
sengers were among the chief beneficiaries of the present in- 
equitable and in his opinion, unlawful fare situation. 

The chairman said that the Commission’s own reports 
showed that at least for ten years the traction company had 
sought to obtain relief from local authorities. He said the Ohio 
commission had found that it was entitled to relief and had 
done its utmost to accord relief, but had exhausted its powers 
without avail. Apparently then, he said, the only remaining 
authorities the traction company could go to were those of the 
municipalities herein involved. 

“It strikes me as decidedly improper,’ said the chairman, 
“to remand this interstate carrier to municipal authorities for 
relief in respect of its charges for transportation beyond 
municipal boundaries.” 


CHICAGO-MILWAUKEE STEEL RATES 


The Commission, by division 2, in I. and S. No. 3333, iron 
and steel articles from Chicago district to Milwaukee, Wis., 
and contiguous points, has found not justified the proposed 
reduced rate of 8 cents a hundred pounds, minimum 80,000 
pounds, on iron and steel articles, from the Chicago, IIl., district 
to Milwaukee, Wis., and contiguous points, ordered the sus- 
pended schedules canceled and discontinued the proceeding. 
The proposed rate was for application on angles, bands, bars, 
beams, channels, girders, hoops, plate, and many other articles 
in the iron and steel list. The object of the rate was to enable 
the proposing railroads, the St. Paul, the North Western and 
the Elgin, Joliet & Eastern, to retain the iron and steel traffic 
on their rails in competition with water lines between Chicago 
and Milwaukee. 

Until the decision in Jones & Laughlin Steel Corporation 
vs. B. & O., 96 I. C. C. 682, went into effect, the rate from the 
Chicago group to the Milwaukee district was 8 cents. In com- 
pliance with the decision in that case the rate was increased 
to 9.5 cents. 


Protestants operating steel plants at Alton and East St. 
Louis, Ill., contended that the reduction would unduly prefer 
shippers in the Chicago district and unduly prejudice shippers 
at Alton and East St. Louis. The Commission said that prior 
to the Jones & Laughlin decision the difference between the 
rates from the Alton and Chicago districts to Milwaukee was 
13.5 cents. At present it is 15.5 cents. Under the proposed 
adjustment, the report said, the difference would become 17 
cents. The proposed difference, the Commission said, was 
more than twice as great in some instances than those which 
would result under the maximum reasonable scale prescribed 
in Iron and Steel Articles, 155 I. C. C. 517. Under that scale, 
according to the report, the rate from Chicago to Milwaukee 
would be 14.5 cents; from Gary, Ind., 20 cents; and from East 
St. Louis, 29 cents. 

A protestant at Green Bay, Wis., contended that the pro- 
posed rate was unreasonable, unjustly discriminatory and un- 
duly preferential. 


“Respondents’ desire to divert traffic from the water lines 
explains, but by no means justifies, the proposed reduction,” 
says the report. “The fact that shippers located in the Chicago 
district may ship by water at a rate as low as that proposed 
does not relieve respondents of their obligations under section 
3, for the provisions of that section apply specifically to them 
and have no application to water carriers which are not subject 
to our jurisdiction. There is no provision of the act which 
gives us authority to relieve the carriers from complying with 
the provisions of section 3 whenever they desire to divert traffic 
from their water competitors to their own lines, and even if 
we had such authority we could not exercise it here without 
defeating the declared policy of Congress to promote, encourage 
and develop water transportation, service, and facilities, as 
outlined in section 500 of the transportation act, 1920.” 


In a dissent, Commissioner Brainerd pointed out that there 
was no question that the rate was reasonably compensatory. 
He said that under the present rate the carload earnings were 
$24.20 based on the minimum weight and $61.56 based on 64,800 
pounds, the average loading of iron and steel articles on the 
St. Paul railroad for 1928. The carload earnings based on the 
proposed rate and minimum, he said, would be $64. He as- 





PAGE 1244 


serted that the rates from the Chicago district to Milwaukee 
had never been made with relation to the rates from East St. 
Louis and Alton. He further observed that it was of no ad- 
vantage to the shipper at East St. Louis to deprive his com- 
petitors in the Chicago district of a low rail rate to their com- 
mon market so long as correspondingly lower water rates were 
available to those competitors. The prejudice to the protestants 
at East St. Louis and Alton, caused by the competition of the 
water service, from Chicago to Milwaukee, Mr. Brainerd said, 
would be the same whether the rail rate was 9.5 cents with a 
minimum of 36,000 pounds, as at present, or 8 cents with a 
minimum of 80,000 pounds, as proposed. He said it was the 
duty of the Commission in giving effect to the policy of Congress 
to grant a preference to neither of such services, but to hold 
an even balance between them. Here, he said, the carriers 
were striving, not to divert traffic from the water lines, but to 
hold what they had. 


COAL TO THE SOUTH 


An attempt on the part of the railroads to revise rates on 
soft coal from mines in Tennessee, Kentucky, Virginia and Ala- 
bama to destinations in the southeast, undertaken with a view 
to smoothing out kinks caused by the percentage revision of 
rates in 1920, embodied in I. and S. No. 3243, coal from the areas 
of origin mentioned to destinations in southern and Carolina 
territories, has been found not justified. The Commission, by 
division 5, in a report written by Commissioner Farrell, said 
that the revision of rates under consideration was a difficult 
and complex one. Prior to 1920, for many years, it said, the 
rates from the various groups were differentially related, but 
the changes made in 1920 changed an adjustment whch had 
been singularly free from attack. The rates were also grouped 
to destinations. At the hearing Commissioner Farrell said 
almost universal opposition was expressed to rates made strictly 
according to mileage. 

Many of the present rates, he said, violated the fourth sec- 
tion. Although the restoration of origin differentials was em- 
phasized as a necessity by the railroads, a real necessity for 
restoring the former differentials, he said, had not been shown. 
He added that although from a fourth section point of view 
the suspended adjustment was an improvement over the pres- 
ent adjustment, it appeared that such improvement had been 
accomplished by unreasonably increasing the rates to many 
destinations. He also criticized the proposed destination group 
adjustments. Rates to Atlanta, Ga., and the ports, he said, had 
not been materially changed. But, he added, it was clear that 
the grading of the rates to the intermediate territory between 
Atlanta and the ports and in southeastern Georgia had resulted 
in groups and in rates which had not been justified. 


“Upon this record,’ said Mr. Farrell, “we are unable to 
indicate the particular rates to be used in removing the viola- 
tions of law mentioned, and which should be removed, but the 
record does support the conclusion that the rates between the 
Alabama mines and Atlanta, on the one hand, and points inter- 
mediate to the ports, on the other hand, are not properly graded. 
Our finding is without prejudice to the presentation of sched- 
ules which will constitute a proper gradation of those rates.” 


The suspension proceeding, however, does not constitute 
the whole of the case handled by Commissioner Farrell in his 
report. It does, however, constitute the larger part of the sub- 
ject of rates to southern and Carolina territories. The other 
cases embraced in this report are: No. 20010, City of Augusta 
et al. vs. A. C. L. et al.; No. 20196, City of Quincy vs. A. G. S. 
et al.; No. 20196 (Sub.-No. 1), City of Tallahassee vs. A. G. S. 
et al.; No. 20196 (Sub.-No. 2), Floridin Company vs. A. G. S. 
et al.; No. 20196 (Sub.- No. 3), Wells Coal Co. vs. A. G. S. 
et al.; No. 20802, South Georgia Traffic Bureau, for Turner 
County Board of Trade, et al. vs. A. B. & C€. et al.; fourth sec- 
tion application. No. 13524, and portions of fourth section ap- 
plications Nos. 972 et al., listed in notice dated March 29, 1929. 

In No. 20802, the South Georgia Traffic Bureau complaint, 
the finding was that the rates from mines in Alabama, Ken- 
tucky, Virginia and Tennessee to Camilla, Pelham, Sylvester, 
Omega, Abbeville, Tifton Ashburn, Adel, Cordele and Ocilla, Ga. 
were and are not unreasonable, but that the departures from 
the fourth section at Ashburn and Adel had not been justified. 
The fourth section applications set for hearing with the com- 
pene in this case, to the extent they were involved, were 
enied. 


As to No. 20196, the city of Quincy complaint, and the three 
sub-numbers thereunder, the Commission found that the rates, 
from mines in Kentucky, Tennessee, Virginia and Alabama to 
Tallahassee, Quincy and Jamieson, Fla., were and for two years 
prior to the filing of the complaints and for the future would 
be unreasonable to the extent they exceeded, exceed or might 
exceed the following, in cents a short ton: 
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Maximum reasonable rates from other groups in the Origin tery}. 
tories to the destinations shown are to be determined by adding . 
or subtracting from the rates above prescribed the resent origin 
differentials of such other origin groups over or under Goal Creek, . 

In No. 20010, the city of Augusta complaint, the Commission 
found that the rate from mines in southwestern Virginia to 
Augusta, Ga., was and is not unreasonable, but that the rate 
from the same mines to Campania, Ga., was, is and for the 
future will be unreasonable to the extent it exceeded, exces; 
or might exceed $3.04 a ton. 

Reparation was awarded in each of the groups of forma 
cases other than the last mentioned. New rates are to be mais 
effective not later than July 28. ’ 

In fourth section order No. 10381 existing relief, grante, 
by fourth section order No. 9908, has been withdrawn ag o 
August 23 and the fourth section relief requested in the appli- 
cations considered in connection with these cases has beep 
denied as of the same date. 


RAIL AND WATER RATES 


The Commission, by division 3, in No. 22276, Luckenbach 
Gulf Steamship Company, Inc., vs. Illinois Central, has foun 
the refusal of the defendant to establish through routes anj 
joint rail-water rates on canned goods, iron or steel articles 
tin plate, and soap from points on its line in Illinois, Indiana, 
Missouri and Kentucky to California ports, while contempo 
raneously maintaining such rates in connection with the Red. 
wood Line, Inc., unduly preferential of the Redwood Line and 
unduly prejudicial to the Luckenbach. The order requires the 
Illinois Central to remove the prejudice, not later than July 2%, 
by establishing like rates over its rails, with like divisions, in 
connection with the Luckenbach Line. 


COMMISSION REPORTS 


Lumber 


No. 22149, Edward Eiler Lumber Co. vs. Garyville Norther 
et al. By division 2. Demurrage charges, Bethlehem, Pa. on 
a car of lumber from Frost, La., to Indianapolis, Ind., and recon 
signed to New Bethlehem, Pa., inapplicable, to the extent of 
$10; application of reconsignment charge of $6.30 at Bethlehem 
in addition to the line haul rates to and from that point unrea- 
sonable; Illinois Central misrouted the shipment; except for the 
misrouting a joint rate of 45 cents plus a reconsignment charge 
of $2.07 would have been applicable. Reparation of $16.30 from 
all the defendants and $154.93 from the Illinois Central. Com 
missioner Brainerd dissented. 


Common Clay 
No. 21983, Franklin Peanut Co. vs. Gettysburg & Harrisburg 
et al. By division 5. Complaint dismissed. “Rates, common clay, 
Toland, Pa., to Franklin, Va., not unreasonable. 
Linseed Oil 


No. 22579, Warren Paint & Color Co. vs. Burlington et al. 
By division 5. Complaint dismissed. Rate, linseed oil, North 
Milwaukee, Wis., to Nashville, Tenn., not unreasonable. 


WABASH-W. & L. E. CONTROL 


The Wabash, in Finance No. 8231, has asked the Commis 
sion for permission to acquire the stock of the Wheeling & 
Lake Erie now held by E. R. Fancher, as trustee, the voting 
trust certificates for which are held by the Nickel Plate, for 
the sum originally paid for that stock by the Baltimore & Mhio 
New York Central and Nickel Plate, estimated at $29,247,034. 
plus interest at 6 per cent per annum from the dates of the 
various purchases, minus any dividends that may have been 
paid. It has asked that its application be consolidated, fo 
hearing, with Finance No. 7560, application of the Nickel Plate 
to acquire control of the Wheeling & Lake Erie, and Finance 
No. 6486, application of the Pittsburgh & West Virginia f 
authority to acquire control of the Wheeling. 

This offer to buy the trusteed stock of the Wheeling, 
cording to the application, is in accordance with the assignme 
by the Commission, of the Wheeling to System No. 7, heen 
Seaboard, made in the complete plan fer the consolidation ° 
railroads into a limited number of systems. The offer is -— 
lent, says the application, of an offer of $184.91 a share ra 
the prior lien stock (having the right to vote), $64.04 a share 4 
the non-cumulative preferred stock and $41.66 a share for 
common, : 

The application says that no specific application 18 
for the short lines connecting with the Wheeling 4? 
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its subsidiary, but that the applicant will be willing 
acquire control of such short lines as in the judgment of 
o Commission will be in the public interest. The Wabash, 
he application says, will be willing to grant the reciprocal use 
of terminals where the public interest may be shown to require 
nt. 
er to the application, the trust agreement under 
hich the Wheeling stock is now held provides for the sale 
of the stock within one year after a denial of applications by 
the Nickel Plate and the Chesapeake & Qhio for authority to 
acquire the Wheeling. 

“Sych denials,” the applicant says, “are forecast by the 
commission’s final plan and will necessarily follow a granting 
of this application. Sale will then have to be made. The right 
of alienation of the present owners of the stock is necessarily 
limited and restricted by the illegality of the original purchase 
and a sale cannot be made to any person or corporation whose 
acquisition will effectuate the original illegal purpose for which 
the stock was acquired. In short, the practical result of the 
Commission’s order in the Clayton act proceeding (against the 
Baltimore & Ohio, New York Central and the Nickel Plate) is 
to make this stock available for purchase, on proper terms and 
conditions, by such corporation as the Commission shall deter- 
mine should control the Wheeling in the public interest.” 

That declaration is followed by the offer in which the ap- 
plicant says “Wabash hereby offers for the stock now owned 
by E. R. Fancher, trustee, the amounts hereinbefore specified, 
the offer for the stock and the application for authority to ac- 
quire it being embodied in one document. 

Grant of the Wabash application to acquire control of the 
Wheeling & Lake Erie would set up the eastern end of the old 
Gould scheme for a real all-rail transcontinental system, but 
would make complete realization of that plan impossible so 
long as control of the Missouri Pacfic remained in hands un- 
willing to create a system that would conflict with the plan to 
have the Nickel Plate control the Wheeling & Lake Erie. Control 
of the Wheeling & Lake Erie by the Wabash, while they were 
in control of the Missouri Pacific, was part of the Gould plan. 
But now the Missouri Pacific, being in control of the Alleghany 
Corporation, a Van Sweringen company, and the Wabash not in 
control of the Van Sweringen interests, make the old Gould plan 
impossible of realization. 

Approval by the Missouri commission of the acquisition of 
more than ten per cent of the stock of the Missouri Pacific, by 
the Alleghany Corporation, has merely the effect of removing 
the bar created by a Missouri statute. It has no effect unon the 
federal questions involved in acquisitions of control. 


B. & S. ACQUISITION 
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Suggesting that what the Baltimore & Ohio was proposing 
to pay for the stock of Buffalo & Susquehanna was extravagant, 
H. T. Newcomb, for the Delaware & Hudson, in arguments in 
Finance No. 8012, control of the Buffalo & Susquehanna by 
the Baltimore & Ohio before the members of division 4, asked that 
the Commission put upon the applicant the rule that it applied 
to the proposal of the D. & H. to acquire the Buffalo, Rochester 
& Pittsburgh. In that case the Commission indicated that it 
thought the proposal of the D. & H. to convert the possible 
tarnings of the B. R. & P. into fixed charges was not in the 
interest of the public. 
uy, this Commission and all of us know,” said Mr. Newcomb, 
that there has been a saturnalia of speculation in the stocks 
of worthless or semi-worthless railroads based on the idea that 
they can be sold to big systems. Under this proposal, where 
the owners of the preferred stock of the B. & S. now get divi- 
dends amounting to $160,000 a year, the B. & O. converts that 
contingent payment into fixed charges of $298,000. We merely 
ak that the rule that was applied to us be applied in this 
4 much more flagrant case of converting dividend liabilities 
Into fixed charges.” ‘ 

Commissioner Woodlock wanted to know what Mr. New- 
comb thought should be done with the B. & S. Mr. Newcomb 
esested its addition to the D. & H. terminal system plan, 
me he said, not at $90 a share for the common and preferred 
stock, as proposed in the B. & O. plan. He said the preferred 
stock, paying 4 per cent cumulative dividends, had never been 
= in the market as high as 90 per cent of par. Public 
iterest, he contended, had not been shown even if the B. & S. 
Was allocated in the complete plan to the B. & O. 

” Luther M. Walter, for the B. & O., said that the primary 
i: of the proposed acquisition was to have about 50 miles 
a & S. serve as part of the B. & O. proposed low-grade 
rad he between New York and Chicago. He enumerated the 
can of value in the property account of the B. & §S., con- 
ne ng that they were well worth the $6,300,000 the B. & O. 

Posed to pay for the property, inasmuch as its duplication 


Lorain, 
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would cost close to $10,000,000, without allowing anything for 
the strategic value of the property to the applicant. But, he 
said, the acquisition of control would cause a saving of $375,000 
a year. 

As to the contention of the D. & H. that nothing should 
be done about this application in advance of a showing by the 
B. & O. that it had some prospect of getting the Reading and 
Central of New Jersey, Mr. Walter said that such a position 
was untenable because systems of railroads could only be built 
up, by acquisitions in orderly procession. 

Henry W. Anderson, also for the applicant, said that if one 
added the saving of $375,000 to the dividend payment of $160,- 
000, the total showed that the proposed fixed charge of $298,000 
was nothing to think about. He contended that the complete 
plan of consolidation, with which this acquisition would accord, 
was prima facie a showing of public interest only to be over- 
turned by proper proceedings resulting in a change in that plan. 
But he said the approval proposed by the examiner in this 
case was not founded upon that complete plan. The examiner, 
he pointed out, declared that the record made in this case sup- 
ported the allocation made in the complete plan. 

In the course of the argument Commissioner Eastman asked 
if the D. & H. had not done some speculating in the stocks 
of worthless or semi-worthless roads, but Mr. Newcomb denied 
the implication. Mr. Eastman asked Mr. Anderson if the B. & 
S. was a weak line, but Mr. Anderson said that if it was not 
a weak road it was at least a short line surrounded by long 
lines which was needed by the B. & O. to enable it to complete 
a line that would enable it to compete with other systems, as 
contemplated by the consolidation sections. 

In the course of a dicussion as to the value in an evidentiary 
sense, of the complete plan, Commissioner Meyer said that the 
Commission was proceeding in its consideration of applications 
to acquire on the basis of changing its complete plan if and 
when the evidence showed reason for changing it by a reopen- 
ing of the consolidation case and a switching of a road from 
one system to another. Mr. Anderson said that until such a 
change was made, on the Commission’s own motion or on the 
motion of an interested party, the complete plan had to be 
considered as prima facie. 

Mr. Newcomb, by way of answer to that, pointed out that 
the shifting of the burden of proof could be done only by statute 
and that in the consolidation sections there was no shifting 
by the legislative power. To illustrate the point that there 
could not be a shifting by implication, he pointed out that by 
several provisions of the interstate commerce act things done 
by the Commission were declared to be prima facie evidence 
of the facts therein set forth, but that there was nothing of 
that sort in the acquisition and consolidation parts of that 
statute. 





D. & H. WITHDRAWS PLAN 


H. T. Newcomb, general counsel of the Delaware & Hudson 
Company, has advised C. D. Mahaffie, director of finance of the 
Commission, that the company will make no objection to with- 
drawal of its application in Finance No. 7835, in which it sought 
authority to acquire control of a number of lines. He pointed 
out that the applicant, as the result of the separation of the 
rail properties from other properties of the D. & H. through 
the organization of a railroad operating company, had ceased to 
be a common carrier and to be within the purview of the 
Commission, so that the applicant was undoubtedly now without 
the scope of section 5 of the interstate commerce act. He also 
pointed out that the application was no longer conformable to 
established procedure and might have to be dismissed on that 
ground. 

The Delaware & Hudson has now joined the ranks of the 
other eastern carriers that filed acquisition of control applica- 
tions looking to the creation of large systems in the east— 
the Chesapeake & Ohio, the Baltimore & Ohio, and the Wabash 
—and, as the result of suggestions by Mr. Mahaffie, later with- 
drew their applications, in the interest of simplification of 
procedure and without prejudice to filing new applications. 


A. C. L, FLORIDA ABANDONMENT 


Asserting that “what, in effect, is here sought is the ratifi- 
cation of an illegal act,” the Commission, by division 4, has 
dismissed Finance No. 7714, Atlantic Coast Line abandonment. 
The applicant asked the Commission for a certificate author- 
izing it to abandon about 4.8 miles of its line between Yuste 
and Monticello, Fla., which, as a matter of fact, was abandoned 
in August, 1927, even to the extent of the removal of the rails 
and ties and the abandonment of the station at Monticello. 
That part of the line was taken up because a segment of new 
line, more than a mile from the old line, was completed in 
accordance with the Commission’s permission in Construction 
of Extension by A. C. L., 105 I. C. C. 209. 





PAGE 1246 


Nineteen days after the abandonment of the old line man- 
damus proceedings were instituted in the Florida Supreme 
Court and on May 14, 1929, a peremptory writ to restore the 
track was awarded. In June, the A. C. L. applied for the cer- 
tificate that has been denied through dismissal of the applica- 
tion. The Florida court, without receding from its judgment, 
for reasons of comity, ordered a stay pending the decision of 
the federal body. The court issued its writ on the ground that 
the railroad had to obtain a certificate as a prerequisite to 
abandonment. The railroad pointed to items in the estimates 
of cost showing that removal of the old track was in contem- 
plation. The court said that those items did not amount to 
an application for permission to abandon the lime from Yuste to 
Monticello. 

The Commission said that immediately upon the removal 
of the track the law gave either it or the state of Florida the 
right to apply to the court for an injunction. In that situation, 
it said it could not do anything because the statute gave it no 
election to assume that the road still exised so as to permit 
of proceedings under an application to abandon the road. 


VA. RAILWAY EXTENSION 


The Commission, in Finance 6562, Virginia Railway exten- 
sion, against the opposition of the C. & O., has issued a cer- 
tificate permitting the Virginian to extend its line, by means of 
a bridge across the Kanawha River, at Deepwater, Va., to con- 
nect with the Kanawha and Michigan part of the New York 
Central. The Commission, in its report, called attention to the 
fact that the Virginian had been allocated to the New York 
Central in the complete consolidation plan. It said the appli- 
cant’s proposal would have the effect of providing physical 
connection between the two roads and was, therefore, a step 
consistent with the consolidation plan. 


ROCK ISLAND CONSTRUCTION 


Construction of about 76 miles of new line in Texas and 
New Mexico by the Chicago, Rock Island & Pacific and its 
Texas subsidiary, the Chicago, Rock Island & Gulf, at a cost 
of about $2,289,137, has been authorized by the Commission, 
division 4, in Finance No. 8099. The longer part of the line 
is to be built by the subsidiary, its share being about 50 miles 
long, running from Vega toa point on the Texas-New Mexico line 
near the southwest corner of Deaf Smith county. The parent 
company is to carry the new construction to a point near For- 
rest, N. M., a distance of about 26 miles. 

The new construction is to be financed out of available 
funds by the parent company. The subsidiary, to comply with 
the laws of Texas, will issue stock amounting to $1,000 a mile. 
Later it will ask the federal body to permit it to do what the 
Texas law requires. The new line is designed to serve an 
agricultural section not now adequately served by the Rock 
Island system. 


WABASH-ANN ARBOR FINANCING 

The Commission, by division 4, in Finance No. 8149, Wa- 
bash Railway Co. bonds, and Finance No. 8150, Ann Arbor 
Railroad Co. bonds, has authorized the Wabash to issue not 
exceeding $15,000,000 of refunding and general mortgage 5 per 
cent gold bonds, series D, the bonds to be sold at not elss than 
98 per cent of par and accrued interest to Kuhn, Loeb & Co., 
and the proceeds to be used to retire notes outstanding, to 
reimburse the treasury for capital expenditures and to provide 
for future capital expenditures. 

The Ann Arbor, 96.93 per cent of the stock of which is held 
by the Wabash, has been authorized to issue not exceeding 
$2,502,000 of improvement and extension 30-year 6 per cent gold 
bonds for delivery to the Wabash in satisfaction of an equal 
amount of indebtedness of the Ann Arbor to the Wabash. The 
bonds are to be pledged, by the Wabash, with the corporate 
trustee of its refunding and general mortgage. 


PORTLAND & OGDENSBURG BONDS 

The Commission, by division 4, in Finance No. 7044, Port- 
land & Ogdensburg bonds, in a supplemental report, has au- 
thorized the Maine Central to sell an issue of the applicant’s 
4.5 per cent bonds, delivered to it at par, at not less than 88 
per cent of par and accrued interest. In the original report, 
145 I. C. C. 298, sale of the bonds at not less than 96 was au- 
thorized. The Maine Central could not sell them at that price, 
so it asked permission to sell them at 88. The Maine Central 
needed money to retire $700,000 of its notes maturing May 1 
and other corporate purposes. The Maine Central was also 
authorized to pledge and repledge such bonds as it might not 
sell as collateral backing for notes. 








UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8166, authorizing the acquisition by 
the Atchison, Topeka & Santa Fe Railway Company of control of the 
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railroad and properties of the Oil Fields & Santa ; 
by lease, approved. vi Railway ¢, 
Second supplemental report and order in F. D. No. 6045, 
izing the Southern Pacific Co. to issue not exceeding $4] 394 petar- 
Oregon Lines first-mortgage bonds, series A, said bonds {o -b of 
at net less than 95 per cent of their principal amount and ace end 
terest, and the proceeds used for applicant’s lawful corporate — 
approved. PUrposes 
Report and order in F. D. No. 8118, authorizing the Grand Tryp; 
Western Railroad Company to issue (1) such number of sh TUnk 
common stock without nominal or par value and having an a of 
value of $25 a share as will equal $6,184,002.44, and (2) $2.65) 546i 
6 per cent cumulative, preferred stock of the par value of $100’, 
a total of $4,663,607.68 of the common and the preferred sted: 
delivered to the Canadian National Railway Company in Satistac S 
of an equal amount of applicant’s indebtedness for advances. 
$4,171,940.94 of the common stock to be sold for not less than an | er 
amount of cash and the proceeds used for applicant’s corporat ual 
poses, approved. © pur. 
Report and order in F. D. No. 8155, authorizing 
mont & Great Northern Railway Company to issue one registers; 
general-mortgage 6 per cent gold bond, series B, in the prineiny 
amount of $1,132,000, to refund a like aggregate principal amounts 
ee 5 per cent bonds which will mature July 1, 1930, ap. 
proved. me 


the Gulf, Beay. 


FINANCE APPLICATIONS 


Finance No. 3500. Sixth supplemental application of New o, 
leans, Texas & Mexico Railway Co. for authority to issue remainje, 
of series B bonds in exchange for income bonds at any time to ay 
including June 30, 1931. gs 

Finance No. 8232. Boston & Maine Railroad asks 
acquire control of the Springfield Terminal Railway Co., the termi, 
of which are Springfield, Vt., and Charlestown, N. H., and having 
total mileage of 8.85. Applicant proposes to pay $50 a share fo; 
1,000 shares of preferred and $180 a share for 1,000 shares of com. 
mon_ stock of terminal company. ss 

Finance No. 8226. Texas & New Orleans Railroad Co. and Mor. 
gan’s Louisiana & Texas Railroad & Steamship Co. ask authority ; 
extend their operations into and in connection with certain jndys. 
tries situated in the central portion of the parish of Lafourche, [, 
involving acquisition of line owned by Valentine Sugars, Inc, ' 

Finance No. 8227. Batesville Southwestern Railroad Co. and estate 
of R. J. Darnell ask authority to abandon the line of railroad from 
Batesville to Crowder, Miss., about 17 miles. 

Finance No. 8228. Denver & Rio Grande Western Railroad ( 
asks authority to issue $893,400 of 5 per cent promissory notes, in 
connection with acquisition of locomotives. 

Finance No. 8229. W. H. Bremner, as receiver of the Minneapolis 
& St. Louis Railroad Co., asks authority to issue $250,000 of receiver's 
certificates of indebtedness, in renewal of an obligation for a like 
amount now outstanding. 

Finance No. 8230. Cumberland & Pennsylvania Railroad Co. asks 
authority to abandon 4,408 feet of main track in Allegheny count 
Md., near Morantown, because of use of parallel line. 

Finance No. 8234. Joint petition of New Jersey Bell Telephone ( 
and Egg Harbor City Telephone Co. for approval of sale of property of 
latter in Egg Harbor City, N. J., to former. : 

Finance No. 8220. Cincinnati, Georgetown Railroad Co. asks ai- 
thority to acquire and operate the railroad formerly known as th 
Cincinnati, Georgetown and Portsmouth Railroad, an electric line 
extending from Cincinnati to Georgetown, O., 42 miles, and also en- 
bracing several branches. 

Finance No. 8235. New York Central Railroad Co. asks authorit 
to issue $3,945,000 of 41%4 per cent equipment trust certificates for 
which bids are to be invited. 


authority t, 


GUNPOWDER TRANSPORTATION 


The Commission, by means of an order in No. 3666, in the 
matter of regulation for the transportation of explosives }! 
freight, has authorized the transportation of about 4,000, 
pounds of seriously deteriorated smokeless gunpowder for cal: 
non from Old Hickory, Tenn., to Parlin, N. J., East Alton, Ill. 
Monmouth Junction, N. J., Athol and Reading, Mass., to the 
plants of gunpowder manufacturers in containers other than 
those prescribed for such powder when it has not deterioratei 
to the point of danger. The powder is being sold by the Unitet 
States government. The order prescribes for transportation 
barrels, boxes and tank cars with water enough in them to cove! 
the deteriorated powder. The special rules are to continue 2 
force until December 31. The tariffs containing the special rules 
to govern the methods to be used are to be published on 
day’s notice. The powder will be entirely submerged while it § 
being transported. 


CHANGES IN DOCKET 


Argument in Finance 7683, application of St. L. S. W. 
for certificate of public convenience and necessity authorizins 
an extension of its railroad to Gideon and Hornersville, Mo. 
Finance 7684, application St. L. S. W. Ry. for a certificate . 
public convenience and necessity authorizing an extension “< 
its railroad to Rivervale and Fair Oaks, Ark., and to Memphis 
Tenn.; Finance 7828, application St. L. S. W. Ry. for authori 
to acquire and operate a part of the railroad of the Cairo, "I" 
man & Southern R. R.; Finance 7829, application Cairo, - 
man & Southern R. R. for authority to abandon and disme 
a portion of its railroad; and Finance 7880, application — 
& S. W. Ry. for a certificate of public convenience and ire 
authorizing the abandonment of its line of railroad in Craighe 
County, Ark., assigned for May 10, at Washington, D. ©. ¥ 
canceled. ‘ 

Further hearing in No. 21224, Pfaltzgraff Pottery te 
Pa. R. R., assigned for May 7, at York, Pa., before Examine 
Cheseldine, was postponed to a date to be hereafter fixed. 
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Proposed Reports in I. C. C. Cases 





S. W. COAL TO N. W. 


Dealing with a rate structure on coal which he said had 
never been reviewed by the Commission, Examiner C. M. Bard- 
yell, in No. 22540, Midwest Coal Traffic Bureau vs. Arkansas 
western et al., has recommended that the Commission find un- 
reasonable the rates on bituminous coal from seven groups in 
xansas, Missouri, Arkansas and Oklahoma to destinations in 
sorthern Missouri, Iowa, southern Minnesota and South Dakota. 
isa substitute for the condemned rates Bardwell recommends 
wecific rates from the Arkansas-Oklahoma group to sixty points 


oY 


the destination territory on the basis of 90 per cent of the 
Holmes & Hallowell scale to points in northern and western 
yjssouri, Iowa, and parts of Minnesota and South Dakota em- 
praced in what was called zone 1 in Illinois Coal Traffic Bureau 
vy Arkansas Valley Interurban, 161 I. C. C. 337, called the 
ilinois case, and somewhat higher to two other groups in the 
jestination territory. In that case the Commission prescribed 
rates from southern Illinois mines on the basis of 88 per cent 
0 points in Iowa and Missouri and 90 per cent to destinations in 
Nebraska and Kansas. The 88 per cent basis was prescribed on 
count of the hauls being in zone 1 and 90 per cent on account 
of hauls in higher rated territory. 


The seven groups of origin are known as Rich Hill, Pitts- 
turg, Tulsa, Henryetta, McAlester, Greenwood and Spadra. 
Bardwell lumped the Tulsa, Henryetta, McAlester and Green- 
wood groups into one, because the rates from them to a large 
part of the destination territory were the same, and called it 
the Arkansas-Oklahoma group. He used that as the basing 
soup, rates from the other groups proposed by him being dif- 
frentially related to the rates from the Arkansas-Oklahoma 
group. 

The destination territory includes the whole of South 
Dakota; the whole of Iowa, except Council Bluffs and Sioux 
(ity; that part of Minnesota on, west, and south of the line 
of the St. Paul road extending from ‘Winona through Hastings, 
Mendota and Benton Junction to its intersection with the South 
Dakota boundary line; and that part of Missouri on, north and 
vest of a line composed of the Missouri Pacific from Kansas City 
through Sedalia to Jefferson City; the Chicago & Alton from 
(Cedar City to Mexico and the Wabash from Mexico to Moberly 
ald thence north to the Iowa state line, except St. Joseph and 
Kansas City. 

Bardwell said that the rates proposed by him would cause 
any reductions, but that the revenue effect could not be 
ietermined because the movement on the existing rates was 
small. He said that a number of complaining operators said 
that southwestern coal was practically excluded from the ter- 
itory of destination. They assigned the freight rates as the 
'ason for their inability to get into that market. Rates to the 
‘uty points before mentioned, he said, were proposed by the 


‘mplainants, averaging about 85 per cent of the Holmes & 
Hallowell scale, 


; The Illinois Coal Traffic Bureau, certain Illinois operators 
and operators of coal docks on Lake Superior and Lake Michi- 
ean, he said, intervened in opposition to the complaint, while 
“commissions of South Dakota, Arkansas and Oklahoma, the 
‘tate of Missouri and commercial organizations of Watertown 
aad Sioux Falls, S. D., and the Colorado & New Mexico Coal 
_Derators Association intervened in favor of the complainants. 
doth complainants and the railroads, Bardwell said, opposed the 
‘plication of a rigid distance scale. He said that since this 
nd was heard the Commission had made its decision in the 
lols case, supra. In the light of the findings in that case 
rhe it appeared that reasonable maximum rates to zone 1 
é Hal hot be on a basis lower than 90 per cent of the Holmes 
teks owell scale. To destinations in zone 2 he said a slightly 
~ ef basis was justified, while to destinations in South Dakota 
aa of the Missouri River, represented by Rapid City, a still 
ms er basis should apply. He said, in respect of representations 
tet rates on fine coal should be lower than those on lump coal, 
ree! to most of the destinations the proposed rates would be 
Pd an the present rates on slack coal. The record, he said, 
nates Sa gaa the conclusion that rates on fine coal should be 
int an those on lump. But he said that nothing said on that 
oe Should be taken as condemning the practice of making 
desi on fine coal lower than on lump coal where commercial 
a rability of such rates had been shown. He recommended 
te following findings: 


The Commission should find that the rates on coal, in carloads, 
from producing points in the Arkansas-Oklahoma group as herein 
described to destinations listed in the appendix are and for the future 
will be unjust and unreasonable to the extent that they exceed the 
rates there set forth. To destinations to which no rates are shown 
the present rates should be found not unreasonable. The Commission 
should further find that rates from producing points in the Spadra 
and Rich Hill groups to the destinations listed in the appendix, and 
from the Rich Hill group to the same distinations except those in 
the state of Missouri, are and for the future will be unjust and un- 
reasonable to the extent that they exceed rates made by applying 
to the rates there shown the following differentials: 

From the Sparda group, 25 cents over the Arkansas-Oklahoma 
group rates; 

From the Pittsburgh group to destinations in Missouri, $1.10 un- 
der the Arkansas-Oklahoma group rates; 

From the Pittsburgh group to destinations in Iowa, Minnesota 
and South Dakota, $1 under the Arkansas-Oklahoma group rates; 

From the Rich Hill group to destinations in Iowa, Minnesota and 
South Dakota, $1.20 under the Arkansas-Oklahoma group rates. 

While rates to all points in the destination territory were assailed 
the evidence was confined almost wholly to the specific destinations 
listed in the appendix. Defendants should establish rates to other 
destinations to which the assailed rates apply which will be in har- 
mony with those recommended. 


APPENDIX—FROM ARKANSAS-OKLAHOMA GROUP 


Destination Rate Destination Rate 
bocca tee cnecanee $2.90 pe err $4.30 
Catromton, Mo. ..-...ccssses fo ere 4.30 
C!S ares PERG SEY, BBs 0005020 6060086 4.30 
CHIOOEEEB, BRO. occcc0scccens 3.20 CO, Es wancserinaseeees 4.30 
Jefferson City, Mo.......... 3.20 Te - E. Bs s o Sevan cdsses 4.40 
BEGET VER, BAO. 2. .0cccccercvce See De, (Oe Neuse cetuasasenned 4.45 
MODGITY, MO. ...cccccscccsecs SOD PO DR. sstcvciwenoweun » 4.45 
CS ee ere 3.45 Worthington, Minn. ......... 4.45 
ee Err cers Sioux PeGs, B. Disicsccccece 4.45 
ee O. ccascseewaseneds Ge AIDOTE TAR, MARR sccccccceses sees 
PG SN, BR cscricsceseenss Be New Hampton, Ia............ 4.55 
CUR OR bcscsncwedevens: Beew EPUDURUS, BES éccsccecoscsece oe 
Serr rer er ree Pairmont, BMIMM. ..-cccssceee 4.55 
eS OT See is. a See 4.65 
rere pS EEO errr rr eee 4.75 
We, BB. ceccceseceese 4 3.90 Mankato, Minn. ........0+: aa 
I a ogo ocenckwetane 4.00 WRSTRRMIG, BOOM. cccccsccsics neh 
Marshalitown, Ia. ........... 4.00 SS Se Eee 4.75 
EY WS, ecw oe where ewer 4.00 OW Ue, BBR... ccccecccs 4.75 
ae a een 4.10 a a reer er 4.95 
CO N,N 6 sk cece 4.10 Granite Falls, Minn......... 4.85 
=. ere 4.10 Watertown, S. SO TTT Cr ee 
POE. BPD, BBs cicisasccwwss 4.10 TE HS. o6ecnsesndeas i inbe 
SS Es awk cicn dees ee 4.20 ee ee 5.10 
SE TRG bas ebvned eee aon 4,20 AREER, B.. Divsicscsscvess £8 
ee errr 4,20 MESOON, BEM, ccccccovcceve S00 
co a re ae 4.20 COPROIVEEED, BENE, bcccccccenss 5.50 
i. er rare 4.20 PS: BAM iiweseanne daw 5.50 
RI I rsa nied roles ww wie ie 4.30 Yt aa 
ae | rere rere 4.30 | Ge ee ee 6.72 





PROPOSED REPORTS 


Rough Quarried Granite 


No. 22722, Granite Manufacturers’ Association of Quincy, 
Mass., vs. New Haven et al. By Examiner Paul R. Naefe. Dis- 
missal proposed. Rate, imported rough quarried granite, Bos- 
ton, Mass., to Quincy, Quincy Adams, and West Quincy, Mass., 
not unreasonable or unduly prejudicial. 


Cement Plaster and Board 


No. 22561, Texas Cement Plaster Co. vs. Central of Georgia 
et al. By Examiner J. M. Fiedler. Rates, two mixed carloads, 
cement plaster and plaster board, Plasterco and Plasterco Junc- 
tion, Tex., to Eufaula, Ala., and Columbus, Ga., inapplicable. 
Applicable rate on shipment moving March 25, 1926, 33 cents 
on that part of the shipment consisting of cement plaster and 
36.5 cents on that part consisting of plaster board and dunnage. 
Applicable rate on shipment moving July 28, 1927, 37 cents 
on the portion consisting of cement plaster and 40.5 cents on 
the portion consisting of plaster board and dunnage. Repara- 
tion of $15.86 proposed. 

Coal 


No. 22702, Greene County Chamber of Commerce vs. South- 
ern. By Examiner W. R. Brennan. Dismissal proposed. Rate, 
coal, points in Virginia to Greeneville, Tenn., not unreasonable 
or otherwise unlawful. 


. 


Glass Bottles 


No. 22617, Durr Drug Co. et al. vs. Illinois Terminal et al. 
By Examiner T. Naftalin. Rates, glass bottles, Alton, Ill., and 
Gas City, Ind., to Montgomery, Ala., unreasonable to the extent 
they exceeded 66 cents from Alton and 69 cents from Gas City 
in the past and unreasonable for the future to the extent they 
may exceed 61 and 64 cents, respectively. Reparation and new 
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rates proposed. This report also embraces a sub-number, Durr 
Drug Co. vs. Pennsylvania et al. 


Liquefied Chlorine Switching 


No. 23032, Louisville Water Co. vs. B. & O. et al. By Ex- 
aminer R. N. Trezise. Complainant’s plant found to be within 
the Louisville, Ky., switching district and line-haul charges col- 
lected for switching liquefied chlorine, Niagara Falls, N. Y., 
to Louisville, Ky., illegal. Reparation of $21.60 proposed. 


Coal 
No. 22507, Wallace Coal Co. vs. Illinois Central et al. By 
Examiner W. R. Brennan. Rates, bituminous coal, St. Charles, 
Graham, Dawson Springs, Greenville, Curlew and Nortonville, 
Ky., to Morley, Vanduser and Lutesville, Mo., unreasonable to 
the extent they exceeded $1.82 a net ton to Morley and Van- 
duser and $1.69 to Lutesville. Reparation proposed. 


Coal 
No. 22768, Smart and Sanders et al. vs. C. & E. I. et al. By 
Examiner W. R. Brennan. Rates, bituminous coal, mines in 


southern Illinois and western Kentucky to destinations in 
southeastern Missouri and Piggott, Ark., unreasonable to the 
extent they exceeded the present rates, resulting from the de- 
cisions in Scott County Milling Co. vs. B. C. R. R. Co., 113 
I. C. C. 675, 146 I. C. C. 559, and East St. Louis Cotton Oil Co. 
vs. B. & O., 156 I. C. C. 644, effective as to the first mentioned 
case on October 15, 1928, and as to the second on October 15, 
1929. Reparation proposed. 
Charges at Quincy Adams and West Quincy 

No. 22732, Granite Manufacturers’ Association of Quincy vs. 
New Haven. By Examiner Paul R. Naefe. Recommends dis- 
missal on finding charges for loading and unloading carload 
freight at Quincy Adams and West Quincy, Mass., not unreason- 
able or unduly prejudicial. 


Sand and Gravel 


No. 22791, Terry & Lewis Sand & Gravel Co., Inc., vs. C. B. 
& Q. By Examiner F. A. Clifford. Rates, sand and gravel, Glad- 
stone, Ill., to points on Burlington and southeastern Iowa are 
and for future will be unreasonable to extent they exceed or 
may exceed rates under the Iowa interstate distance scale of 
rates on sand and gravel as set forth in column 3 of table in 
report. Scale begins with 40 cents for 5 miles and runs out 
with 135 cents for 150 miles. Reparation denied. 

Luggage 

No. 22470, Trunk, Luggage and Leather Goods Manufac- 
turers of America vs..A. & R. et al. By Examiner William A. 
Maidens. Recommends dismissal on finding not unreasonable 
less-than-carload ratings on luggage from, to, and within official, 
southern, western and Illinois territories. 


Bananas 


No. 22651, N. B. Baroody vs. A. C. L. By Examiner Harold 
M. Brown. Recommends dismissal on finding applicable car 
rental charges on interstate shipments of bananas in iced or 
dry refrigerator cars from south Atlantic coast points to Florence, 
S. &. = 

Excelsior Bolts 

No. 22827, Marinette-Green Bay Manufacturing Co. vs. D. S. S. 
& A. et al. By Examiner Carl A. Schlager. Recommends dis- 
missal on finding not unreasonable rates, excelsior bolts, points 
in Michigan to Marinette, Wis. 


Fiberboard Boxes and Glass Bottles 


No. 22498, Obear-Nester Glass Co. vs. Southern. By Exam- 
iner J. G. Cooper. Rates applicable on mixed carloads of empty 
fiberboard boxes, and glass bottles in fiberboard boxes, East 
St. Louis, Ill., to Griffin, Ga., not unreasonable except rate on 
bottles unreasonable pursuant to findings in 157 I. C. C. 95. 
Undercharges found to exist. Commission should find that ap- 
plicable rates on bottles were the rates charged based on the 
weight of the bottles and the 900 boxes in which they were con- 
tained subject to a minimum of 30,000 pounds, and that the rate 
applicable on set-up empty fiber boxes was 3.5 times the con- 
temporaneous first class rate applicable from East St. Louis to 
Griffin, and that the applicable rates were not unreasonable 
except that the rate on bottles was unreasonable to extent it 
exceeded 69 cents. 


Charges at Covington, Ky., Etc. 


No. 22281, Union Gas & Electric Co. vs. L. & N. et al. 


embracing also two sub-numbers, Covington, Ky., Chamber of 
Commerce vs. B. & O. et al., and City of Newport, Ky., vs. B. & 
O. et al.; No. 22282, Busse Brick Co. vs. L. & N. et al.; No. 
22284, Newport Coal Co. vs. L. & N. et al. and a sub-number, 
Cincinnati, Newport & Covington Railway Co. vs. L. & N. et al. 
No. 22283, American Aggregates Corporation vs. L. & N. et al., 
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heard with above cases, was dismissed at request of complain 
ant subsequent to hearing. By Examiner R. J. Olentine. Recon, 
mends finding that rates or charges assailed on carloag traffic 
between points on the L. & N. within the switching limit, ; 
Covington and Newport, Ky., including Latonia and interchang 
points with L. & N. connections at Cincinnati, were, are ang na 
the future will be unreasonable to extent they exceeded, eXCeed 
or may exceed maximum rates or charges of $12.50 a car. Find 
ing not to be construed as sanctioning an increase of the mari. 
mum “per car” charges in those instances where the present 
maximum charges are less than $12.50. Cincinnati, Newport & 
Covington Railway Co. entitled to reparation. Cases heard 
jointly with the Railroad Commission of Kentucky. 


























NEW LINE IN ARKANSAS 


Public convenience and necessity require construction py 
the Ozark & Philpott Valley Railroad Co. of a seven-mile line 
in Franklin county, Ark., extending northerly and easterly fron 
Ozark, according to a proposed report by Examiner 0. D, Wee 
in Finance No. 7956. The Arkansas-Oklahoma Coal Institute anq 
the Midwest Coal Traffic Bureau intervened in opposition, 4 
hearing was held for the Commission by the Arkansas Railroad 
Commission. The principal purpose of the proposed railroad 
is to serve coal mines existing and to be opened in and adjacent 
to the so-called Philpott valley. 

The protesting interveners, representing coal interests jp 
western Arkansas and eastern Oklahoma, contended there was 
too much coal now produced in those states and that the existing 
mines were therefore able to operate only about half the time, 
according to the report. 

The examiner concluded that the proposed railroad would 
serve a useful purpose and that the prospective earnings were 
sufficient to warrant the expenditure involved in the undertaking, 
the entire cost of the line having been estimated at $133,953.44 
including equipment. 

“The fact that it may take business from other coal mines,” 
said Examiner Weed, “is not thought to be a valid reason for 
withholding approval of the construction and operation of the 
railroad. The communities and interests concerned in the enter. 
prise are entitled to develop the resources which they control 
without regard to the competition with other coal companies 
which the proposed line will promote. No carriers are opposing 
the application and the record does not indicate that any carrier 
will be adversely affected by the proposed line.” 


EASTBOUND COAL RATES 


Coal operators associated together in the Central Pennsyl- 
vania Coal Producers’ Association, Somerset-Meyersdale Coal 
Traffic Bureau, Cumberland-Piedmont Coal Traffic Bureau and 
operators not members of those associations have submitted to 
the Commission a complaint attacking eastbound track delivery 
coal rates from mining regions indicated by the names of the 
associations to destinations in the New England states and in 
New York, New Jersey, Pennsylvania, Delaware, Virginia, West 
Virginia and the District of Columbia, on, at, and east of the 
Genessee River and Johnsonburg, Pa., Lock Haven, Pa., Lewis- 
town, Pa., and Cumberland, Md.; and the rates for tidewater 
transshipment over piers at New York harbor points, Philadel- 
phia, Pa., and Baltimore, Md. 

Track delivery rates are assailed as being excessive, unjust 
and unreasonably high. The relationship of the track delivery 
rates at destinations are alleged to give rise to undue and wl 
reasonable preference and advantage and to undue and unreasol- 
able prejudice and disadvantage as between destinations. Re 
lationship of rates from points of origin are specifically excluded 
from the complaint which is limited, in that phase, to preference 
and prejudice at destinations. 

The complaint assails the adjustment of the track delivery 
rates to points west of Westfield, Mass., and to points east of 
that point on the Boston & Albany as in violation of the long 
and short haul part of the fourth section. The complaint a! 
leges that the route via the Boston & Albany as the destination 
line is not, in fact, the short line route to Westfield and east 
thereof, hence the allegation that the rates are in violation of 
the fourth section. 

The tidewater transshipment rates to the ports are ae 
alleged to be excessive, unjust and unreasonably high, —_ 
for application “within the capes” or “beyond the capes” a 
that they also are objectionable in the matter of destination 
relationships. Different rates are charged, higher rates being 
imposed for deliveries “within the capes.” The complaint a 
leges that there is no unjust discrimination charged by it 48 ; 
coal for ultimate delivery in the United States or in 4 — 
jacent foreign country in the maintenance of and charginé ° 
a different and lower rate for such delivery. It is, pee 
alleged that the railroad transportation service performed d 
taking coal to the ports for either delivery is a like service a0 
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.< contemporaneously performed by the railroads under sub- 
, ly similar circumstances and conditions. 

Violation of the first, second, third and fourth sections are 
jleged. In addition it is alleged that a condition of depression 
now prevails and for a long time past has prevailed in the indus- 
iry of mining and merchandising of coal in the districts men- 
tioned, called the base districts; that the coal there mined is 
not moving freely in interstate commerce; and that this condi- 

d circumstance should be considered by the Commission 


jon an 
ae adjustment which may be ordered as a result of this 


ing. 

— Floch-Smith resolution is not mentioned in the para- 
graph containing the allegation of depression. The prayer, how- 
ever, asks for rates in conformity with the first four sections of 
the interstate commerce act “and with the Hoch-Smith resolu- 
tion.” The title of the complaint is Central Pennsylvania Coal 
Producers’ Association, Somerset-Meyersdale Coal Traffic Bu- 
reau, Cumberland-Piedmont Coal Traffic Bureau et al. vs. Balti- 
more & Ohio et al. 

In a statement in connection with the filing of the com- 
plaint against eastbound coal rates, the Central Pennsylvania 
Coal Producers’ Association called attention to the fact that the 
complaining districts had produced more than 75,000,000 tons 
jn one year, but that today they were producing only 55,000,000 
tons. The association said that the complaining field was the 
nearest to the vast manufacturing centers in the northeastern 
part of the United States and that it should enjoy freight rates 
commensurate with its geographical location. It ascribed the 
migration of industry from New England and the middle Atlantic 
states, in part, to the high cost of raw materials. New England 
alone spent $70,000,000 a year as freight on bituminous coal, 
it asserted, while the producers of the coal received only 
$40,000,000. It further asserted that the railroads operating in 
the affected territory had earned as much as 16 per cent on 
their common stock, while the coal producers and many indus- 
tries served by them had had no profits. 

The operators claimed that an adjustment of the eastbound 
soft coal rates would restore reasonable prosperity to the origin 
coal fields, would deter the use of substitute fuels and would 
stimulate industrial activity in the destination territory. 
Further they said: 


A few of the inequalities of the present rate structure are shown 
through comparisons. The transshipping rate on bituminous coal 
from the low volatile fields of West Virginia to Hampton Roads is 
$2.52 for a haul of 407 miles, while from the Clearfield district the 
rate to South Amboy is $2.74 for a haul of 327 miles. The freight 
charged between Pittsburgh and New York on one carload of cattle 
is $66 and on one carload of coal is $191. 


N. Y. PASSENGER TRANSFER 


The Trafic World Washington Bureau 


An airing of the dispute about the delivery of passengers 
in the metropolitan area as practiced by the Baltimore & Ohio 
and as proposed to be practiced by the Pennsylvania that re- 
sulted in a clarification of the issue took place before division 
5 of the Commission this week, in arguments on I. and S. No. 
3416, in re transfer of passengers through New York, N. Y., and 
Newark, N. J. In that proceeding the Commission suspended 
Pennsylvania schedules proposing to establish coach delivery of 
passengers at points in the greater New York area and Newark, 
N. J. when traveling in parties of twenty-five or more from 
points in the area east of Pittsburgh and Erie, Pa., and north of 
Hagerstown, Md., and Washington, D. C., without additional 
charges. The schedules were suspended upon the protest of 
the Erie, New York Central and Lackawanna. They protested 
because the service would extend the competition between the 
Pennsylvania and the Baltimore & Ohio to their territory. 

‘ Views of the disagreeing railroads were presented by Henry 

Wolf Bikle, for the Pennsylvania; C. R. Webber, for the Balti- 
more & Ohio; C. A. Halpin, for the New York Central, and 
H. A. Taylor, for the Erie. 
_ The Baltimore & Ohio was not party to the case, even by 
intervention, but asked to be heard to object to the introduc- 
tion of testimony giving the facts which would have been 
brought out in an investigation of that railroad in the event 
the Commission had acceded to the request of the protesting 
railroads to institute an investigation into the practices of the 
Baltimore & Ohio, The request for an investigation was formally 
renewed in the course of the argument by Mr. Halpin. 

As condensed as a result of the argument it appeared that 
3 Pennsylvania was objecting to what it said was the practice 
oa Baltimore & Ohio carrying parties, in coaches, to points 
other than those indicated in its advertisements as stations in 
¥ attan, as, for instance, the taking of base ball clubs to 
“ontclair, N. J., or other points, including the base ball parks, 
ik then back to their hotels, the service suggesting something 

€ base ball practice in transit or store door delivery of 
passengers, 

Mr. Bikle said that the Pennsylvania had no objection, at 
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least not now, to the coach service established in lieu of the 
delivery of passengers at a rail terminal on Manhattan. It was 
to meet such competition, he said, that the Pennsylvania pro- 
posed to establish, by filing tariffs covering a service such as 
was being rendered by the Baltimore & Ohio without tariff 
publication. He said the competition had become so serious 
that the Pennsylvania felt that something should be done. The 
Pennsylvania, he said, found that it had lost business in a large 
number of instances on account of its competitor’s offer of 
delivery service. He gave Commissioners Lewis, Porter and 
Farrell, who were hearing the arguments, copies of a condensa- 
tion of exhibits showing parties the Pennsylvania had lost in 
competition. 

The Baltimore & Ohio said it had no objection to the tariffs 
of the Pennsylvania. Mr. Webber made no answer to the asser- 
tion of Mr. Bikle that the correspondence between President 
Atterbury and President Willard showed that the Baltimore & 
Ohio had created a wide open competitive situation. 

Because there were no tariffs Mr. Bikle said the Pennsyl- 
vania felt that the service was not lawfully established or main- 
tained and that if the Baltimore & Ohio could do it without tariffs 
certainly the Pennsylvania could establish it with tariffs, by offer- 
ing to take passengers, in parties, from its station to points in 
New York. He said the Baltimore & Ohio had extended service 
to Brooklyn, N. Y., and Montclair, N. J., points not served by its 
rails, but Mr. Webber retorted that its tariffs offered to take pas- 
sengers to New York, which certainly covered Brooklyn. The 
carriage to Montclair was made by the coach company, he said. 
In a colloquy between Messrs. Bikle and Webber it was stated 
that the coach service was performed by a separate company. 
The deliveries of passengers at points off the designated routes 
caused the objection of the Pennsylvania. 

Answering a question by Commissioner Lewis, Mr. Bikle 
emphasized the fact that the attack was not against the regular 
service between the Jersey shore and designated stations in 
Manhattan but only against the practice of handling parties off 
the designated routes. But Mr. Bikle added that the Pennsyl- 
vania was hopeful that the Commission’s consideration of this 
case would lead it to go into the whole matter of what he 
referred to as store door delivery of passengers. 

“As I understand it,’ said Mr. Lewis, “you discountenance 
the practice?” 

Mr. Bikle assented to that and added that if it continued 
in New York there would undoubtedly be demands for it at 
other places and result in its spread. 

In answer to Commissioner Porter Mr. Webber said his 
company was Willing to file tariffs whenever the Commission 
desired, the tariffs to show the zone of operation. 

“I contend we have the right to deliver a passenger in New 
York by any means,” said he. 

“Then you could go into the taxi business in New York,” 
observed Mr. Lewis. 

“We’re here merely to keep this matter to the point in 
issue,” retorted Mr. Webber. “I believe that what the Penn- 
sylvania has said justifies what we are doing. We make no 
objection to the tariff and we make no objection now to an 
investigation of what we are doing.” 

Mr. Halpin said the New York Central had asked for an 
investigation because it believed there were many irregularities. 
He said he renewed the request for such an investigation. He 
said the roads which protested were not much interested in 
what the Baltimore & Ohio was doing but that the New York 
Central and the other lines did become interested when the 
Pennsylvania proposed to establish party service for passengers 
from an area in which there was competition between themselves 
and the Pennsylvania. 

Mr. Taylor said that the Commission should take into con- 
3iceration the effect of the proposals on the earnings of other 
raiiroads because the effect of the proposal would be to drive 
t. 2 railroads into the taxi business. The Baltimore & Ohio, he 
said, had already delivered passengers by taxi. His thought was 
that competition should be confined to railroads. He said the 
Pennsylvania tariffs were indefinite and that the service offered 
should be defined by the tariffs. 

As to the service to Montclair Mr. Bikle said that if the 
Baltimore & Ohio had performed the service to Montclair with- 
out tariff authority it had done an illegal thing. Mr. Webber 
said that the service had been performed by the coach company 
on its own account. It was then that the statement was made 
that the coach service was performed by a separate company. 


PETITIONS FOR REHEARING, ETC. 

No. 22045, Jackson Traffic Bureau for Brannon Coal Co. 
et al. vs. A. G. S. et al., No. 23256, Royal Route Coal Co. et al. 
vs. A. G. S. R. R. et al., and No 23343, Buckeye Cotton Oil Co. 
vs. M. & O. et al. Defendants ask for rehearing and consoli- 


dation. 
No. 18685, in the matter of application of Great Northern 
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for an order requiring the Northern Pacific to grant Great 
Northern the use of certain terminal facilities in Seattle, Wash. 
Respondent, Northern Pacific, asks for reargument before the 
Commission. 

No. 21258, Empire Oil & Refining Co. et al. vs. G. C. & S. F. 


et al. Defendants ask for reconsideration before the Commis- 
sion of that portion of report of division 4 of said Commission 
wherein it is found by the majority report of said division 4 that 
certain shipments were misrouted. 

No. 19353, Southwestern Milling Co., Inc., vs. C. R. I. & P. 
et al. Complainant asks for reargument before the Commission, 

No. 20357, Brown Cracker and Candy Co. vs. M.-K.-T. et al. 
Defendants ask for rehearing. 

No. 17330 (Sub. 1), Illinois Coal Traffic Bureau vs. A. V. I. 
et al. Colorado and New Mexico Coal Operators’ Association 
ask the Commission to reopen for rehearing and argument. 

I. and S. 3360, classification rules governing handling of 
excess carload freight, and furnishing of two small cars in lieu 
of one large car. Respondents ask for a vacation of the order 
of suspension as it relates to section 3 of rule 34. 

No. 21169, General Grinding Wheel Corporation vs. Southern 
et al. Defendants ask for reconsideration by entire Commis- 
sion of decision of division 3 in this case. 

No. 21929, Oehler Building Material and Fuel Co. et al. vs. 
Southern et al. Southern asks for reconsideration by entire 
Commission of decision of division 3 in this case. 

No. 16321, State Corporation Commission of Virginia vs. 
A. & R. et al. The P. H. Hanes Knitting Co. and Cotton Manu- 
facturers’ Association of North Carolina have filed an amended 
petition for modification of report and order in this case in so 
far as it would require cancellation of intrastate commodity 
rates in North Carolina. 

No. 19909, S. J. Peabody Lumber Co. vs. N. Y. C. & St. L. 
et al. and No 22888, S. J. Peabody Lumber Co. vs. W. & L. E. 
et al. Complainant asks for a further hearing therein. 

No. 18402, W. J. Holliday & Co. vs. E. J. & E. et al. 
plainant asks for reargument before entire Commission. 

No. 20619, Detroit Steel Corporation et al. vs. A. C. & Y. 
et al. Complainants and interveners, Roehm & Davison, Detroit 
Nut Co., Square D Co. and Lester E. Deeley, receiver, ask for 
reargument before entire Commission. 

I. & S. 3374, woolen clothing from California and North 
Pacific Coast points to eastern destinations, trans-continental. 
Foreman & Clark, Inc., protestant, asks the Commission to in- 
terpret and clarify its views in this proceeding with respect to 
the manner in which the rates on woolen clothing in less car- 
loads eastbound and westbound should be equalized between 
same points and thereupon issue and serve upon parties of 
record supplemental report in this proceeding. 


No. 23328, Bisbee Linseed Co. vs. C. & E. I. et al., Defendant, 
Chicago, Indianapolis & Louisville, asks the Commission to 
strike from its files the complaint filed herein and to dismiss 
the proceedings. 

No. 20376, Memphis Freight Bureau et al. vs. A. & S. et al., 
and No. 22388, Memphis Freight Bureau et al. vs. A. & S. et al. 
Complainants ask for reconsideration by entire Commission up- 
on record as made. 


No. 21395, Bigelow-Hartford Carpet Co. vs. N. Y. N. H. & 
H. et al. New Haven asks for reargument or reconsideration. 

No. 22080, Louis Rastetter & Sons vs. A. T. & S. F. et al. 
Defendants ask for reconsideration and modification of language 
of decision upon present record. 


I. & §S. 3283, lumber and other forest products from the 
Pacific Northwest to destinations in Texas and Waurika, Okla. 
California White & Sugar Pine Manufacturers’ Association has 
asked for further consideration and further argument herein. 

I. & S. 3355, wharfage charges at Honolulu. Matson Navi- 
gation Co., protestant, asks for reargument. 


COMMISSION ORDERS 


Finance No. 7685, application Wabash for 
acquire control of various carriers. 
applicant’s request. 

No. 19210, Acme Brick Co. et al. vs. A. & S. et al. and No. 
20340, Same vs. Same. The above-entitled proceedings are re- 
opened for reconsideration solely in respect of rates within 
New Mexico over the Narrow Gauge Line of the D. & R. G. W. 
from Alamosa, Colo, to Santa Fe, N. M. 

No. 21779, O. A. Smith Agency, Inc., vs. A. C. L. et al. Pro- 
ceeding reopened for purpose of correcting an error inad- 
vertently made in the report of December 16, 1929, in said pro- 
ceeding. 

No. 23336, Manufacturers’ Association of Chicago Heights 
vs. A. & R. et al. North Carolina Hosiery Manufacturers’ Traffic 
Association permitted to intervene. 

No. 23185, American Textile Woolen Co. vs. M. & M. Trans- 
portation Co. et al. Hardwick Woolen Mills, Inc., permitted to 
intervene. 


Com- 





authority to 
Application dismissed upon 
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No. 23307, Grovier-Starr Produce Co. et al vs. 4. & I 
et al. Topeka Chamber of Commerce, W. O. Anderson “a 
mission Co., Fleming-Wilson Mercantile Co., United Trek 
Grocery Co., Lux-Witwer:Co., B. A. Salyer Produce ¢o . 
Whiteker Bros. permitted to intervene. = 

No. 23341, American Agricultural Chemical (Co. 
et al. Davison Chemical Co., Central Chemical (Co. 
Spangler Fertilizer Works, Inc., Shippensburg Fertilize 
Inc., Carlisle Fertilizer Works, Inc., Somerset County 
Works, Inc., Lancaster Bone Fertilizer Co., Baltimore 


vs. A 
Oyler ¢ 
T Works. 
Fertilizer 
Fertilizer 


Co., Miller Fertilizer Co., and Charleston Fertilizer ¢o ,,. 
mitted to intervene. eal 
No. 22965, M. A. Bell Co. et al. vs. A. A. et al. Nationa) 


Supply Co. permitted to intervene. 

Finance No. 7901, Atlantic & Northwestern Construction 
The time prescribed in said certificate and order, as extended, 
within which the Atlantic & Northwestern shall commence an; 
complete the construction of the line of railroad therein author. 
ized has been extended to August 1, 1930, and July 31, 1931 
respectively. . 

Finance No. 3599, High Point, Thomasville & Denton g&. 
curities. The time prescribed in order entered herein on June 
5, 1924, 90 I. C. C. 205, as extended by supplemental order of 
March 20, 1928, 138 I. C. C. 309, within which the High Poin; 
Thomasville & Denton may issue the $250,000 of common capital 
stock authorized by said order of June 5, 1924, has been extended 
to December 31, 1931. 

Finance No. 7963, Grand Trunk Western Equipment Tris 
Issue of 1929. Supplemental application of Grand Trunk West. 
ern for modification of supplemental order entered herein oy 
December 19, 1929, 159 I. C. C. 473, dismissed. 

No. 23148, Albertson & Co., Inc., et al. vs. A. C. & Y. etal. 
Standard Steel Works permitted to intervene. 

No. 23118, Jackson Traffic Bureau vs. A. G. S. et al. Me. 
ridian Traffic Bureau permitted to intervene. 

No. 23327, City of Boston and Boston Port Authority ys, 
N. Y. C. et al. Merchants’ Association of New York permitted 
to intervene. 

Finance No. 8179, application of M. P. and N. O. T. & M. 
for a certificate to operate under trackage rights over the 
Louisiana Ry. & Navigation Co. between Baton Rouge and New 
Orleans, La., etc. City of New Orleans, owner of New Orleans 
Public Belt Railroad, and City of Baton Rouge, La., permitted 
to intervene. 

Finance No. 7353, Long Island Abandonment. 
of the certificate issued herein on April 10, 
extended to June 10, 1930. 

No. 23314, Corporation Commission of North Carolina vs 
A. & R. et al. Charlotte Shippers’ & Manufacturers’ Association, 
Inc., permitted to intervene. 

Finance No. 7539, supplemental application of Northern 
Pacific and Oregon-Washington Railroad and Navigation Co. 
for certificate, etc. Aloha Lumber Co. permitted to intervene. 

Finance No. 8100, application of Sumpter Valley for cer- 
tificate to abandon that portion of its line of railroad extending 
from Bates to Prairie City, Grant county, Oregon. R. R. Me 
Haley permitted to intervene. 

No. 23244, H. E. Fletcher Co. et al. vs. B. & M. et al. Pine 
Mountain Granite Corporation, Davidson Granite Co., and Arabia 
Granite Co. pe’mitted to intervene. 

No. 17757, in the matter of use of private passenger trail 
cars. The order entered in this proceeding on November 4, 192%, 
which by its terms was to become effective January 15, 193!. 
but such effective date has from time to time been postponed 
to May 14, 1930, has -been further modified so that said order 
shall become effective June 1, 1930. 


Effective date 
1930, has_ been 


FARMERS AND FREIGHT RATES 


“It is not generally known, but, nevertheless, true, that the 
farmers are discriminated against in freight rates,” said Rep 
resentative Patman, of Texas, in the House May 5. 

“Although, of all the tonnage transported by railroad con 
panies, only 10 per cent of it by volume represents products 
of the farm, 20 per cent of the gross income of the railroads 
is derived from the transportation of this tonnage. Another 
startling example of the gross discrimination against the farmers 
in railroad transportation is the special export and import rates. 
Two cars of oil can move from Houston, Tex., to Kansas City, 
Mo., one a car of coconut oil transported from a foreign country. 
The freight on this car will be $90. The other car is cottonseed 
oil, a domestic product grown by the farmers around Houstol, 
Tex., and a competing product to coconut oil. The freight rate 
on a car of this product is $135. The two cars, pulled by the 
same engine over the same railroad, under the same conditions 
and exactly the same service being rendered for each. The 
Esch-Cummins law not only has caused a discrimination against 
the farmers, but it has caused favoritism to be shown to a few 
and a discrimination against many. It has caused favoritism to 
be shown foreigners, to the detriment of American citizens. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


, from Reporters and Digests of National Reporter System, 
(Digests faired > West Publishing Co., St. Paul, Minn. Copyright, 
P 1930, by West Publishing Co.) 


ea ee 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Fort Worth.) In ship- 
per’s action against railway for alleged delay and other neg- 
ligent conduct in transporting cattle, which caused them to lose 
weight, where shipper testified he had engaged for fifty years 
in raising and shipping cattle, but had never traveled on freight 
train over route taken by this shipment, his testimony con- 
cerning usual and customary running time was properly ex- 
cluded.—Mars et al. vs. Panhandle & S. F. Ry. Co. et al., 25 
3 W. Rep. (2d) 1004. 

“ Before witness can qualify as an expert, he must show 
that he is thoroughly acquainted with subject-matter of his 
expert testimony.—Ibid. 

For injury to cattle or depreciation naturally and necessarily 
caused by long shipment, not due to carrier’s negligence, no 
recovery can be had.—Ibid. 

Whether witness has requisite qualifications to entitle him 
io testify as expert is question which must be left to judicial 
discretion of trial court.—Ibid. 

Mere statement by witness that he testifies from his own 
knowledge does not necessarily qualify him to testify as expert, 
but he must show that he has such experience and knowledge 
as to qualify him as. expert.—Ibid. 

In action by shipper for loss of weight of cattle due to 
alleged delay and other negligent conduct of carrier, no injury 
was shown by failure to send cattle over allegedly stipulated 
route, Where cattle were in fact delivered sooner than they 
otherwise could have been, although distance traveled was 
longer.—Ibid. 

Where there were only three cars of cattle to be forwarded 
from division point, carrier had right to hold cattle for regular 
freight train traveling over that route.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright; 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


_ (Supreme Court of Ohio.—Where the Public Utilities Com- 
mission finds that public convenience and necessity require 
the granting of a certificate for hauling, “over irregular routes 
‘extending over all passable public highways in the state of 
Ohio,” with proper conditions and restrictions, to and from a 
siven community, it was not the legislative intent that the 
portion of section 614-87, General Code, granting sixty days to 
the holder of an existing certificate within which to provide 
lecessary service, should apply.—Clark et al. vs. Public Utilities 
Commission of Ohio, 170 N. E. Rep. 654. 


. (Supreme Court of Washington.) Where Department of 
—e Works refused to permit increase which would be pro- 
duced under rules and regulations in tariff, naming rules for 
—— of soft wood sawlogs applicable between stations 
os ines of certain railroads, by dismissing proceeding and can- 
a ing or ordering that tariff be canceled, Rem. Comp. Stat., 
sec. 10424, providing that if department, at conclusion of hear- 
ng, Should refuse to permit increase either in whole or in part, 
~ supersedeas should be granted in any action or proceeding 
tought to review order.—North Pacific Coast Freight Bureau 
* al. vs. Department of Public Works et al., 286 Pac. Rep. 86. 
Where local freight tariff, naming rules for measurement of 
me Wood sawlogs applicable between stations on lines of roads 
pear m schedule, was issued on behalf of railroads and mis- 
that ~gatan was placed upon title page of tariff indicating 
hea rules provided for would result in reduction of rates or 
bi rather than increase, it was the duty of Department of 
l¢ Works to dismiss proceeding and cancel or order can- 
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celed the tariff under Laws 1911, p. 550, sec. 15 (Rem. Comp. 
Stat., sec. 10351).—Ibid. 

In reviewing order of Department of Public Works, direct- 
ing cancellation, of tariff naming rules for measurement of logs 
on lines of certain railroads, it was not necessary to introduce 
rule of department prescribing symbols which would indicate 
an increase and decrease in charges resulting from tariffs, in 
order that court could take notice thereof, where department, 
in its findings, embodied rule.—lIbid. 





(Court of Civil Appeals of Texas, Waco.) In suit against 
carrier to restrain sale of car of freight for freight and demur- 
rage charges, evidence held to sustain trial court’s finding that 
rate applicable to car, which was billed as containing second- 
hand stone quarry machinery and contained derrick in knocked- 
down form, was rate in effect for shipment of derricks and 
cranes and not the lower rate applicable to shipment of “con- 
tractor’s or construction camp outfits.”—Bedford-Carthage Stone 
Corporation vs. Missouri-Kansas-Texas R, Co. of Texas, 25 S. W. 
Rep. (2d) 930. 


NEW O’FALLON RECORD 


The Traffic World Washington Bureau 


The Commission and the carriers, in Finance No. 3908, 
excess income of the St. Louis & O’Fallon, and Finance No. 4026, 
excess income of the Manufacturers’ Railway, this week began 
making a new and supplemented record on which it is expected 
there will be further litigation in the so-called O’Fallon case. 
Attorneys whose appearances were entered for the two little 
railroads were Fred H. Wood, Leslie Craven, Frederick E. 
Brown and Daniel N. Kirby. Oliver E. Sweet and Robert FE. 
Freer appeared for the Commission in a hearing before Examiner 
H. D. Folsom. 

Before the taking of testimony was begun the Carriers 
asked for a conference between their engineers and engineers 
of the Commission with a view to having them agree upon the 
cost of reproducing the railroads at present prices, of the same 
sort as are being held in valuation cases under section 19a. 
Examiner Folsom adjourned the hearing to consult with the 
Commission as to whether he should agree to the conference, 
returning in a few minutes with its assent. The thought among 
the Commission men was that it would be possible for the engi- 
neers to agree upon that figure, leaving nothing to be done 
about that matter other than the making of arguments as to 
what weight the Commission should give the cost of reproduc- 
tion at present prices. 

The Commission presented accountants and other technical 
men so as to make a new record on income and valuation for 
the years from 1924 to 1927, inclusive, to supplement the old 
record on reproduction for the years from 1920 to 1923, in- 
clusive, and a new record on original cost. The record now 
being made is to cover the period from March 1, 1920, the day 
on which private operation of railroads was resumed, to De- 
cember 31, 1927. 


DIVISIONS BETWEEN WESTERN ROADS 


The Supreme Court of the United States has advanced for 
argument No. 642, Beaumont, Sour Lake & Western et al. vs. 
United States et al., and No. 643, United States et al. vs. Beau- 
mont, Sour Lake & Western et al., involving the order of the 
Commission in No. 15234, in the matter of divisions of freight 
rates in western and mountain Pacific territories, 156 I. C. C. 94, 
and has set the case for argument Monday, October 20, 1930. 


MONTANA PETROLEUM RATES 


The Supreme Court of the United States, May 5, granted 
the petition for a writ of certiorari in No. 768, Interstate Com- 
merce Commission, petitioner, vs. Northern Pacific et al., in 
which the carriers are seeking a writ of mandamus to compel 
the Commission to exercise jurisdiction conferred on it under 
section 13 of the interstate commerce act with respect to intra- 
state rates on petroleum in Montana. The Commission de- 
clined to institute a thirteenth section proceeding as asked by 
the carriers. The latter then went to the Supreme Court of 
the District of Columbia and obtained a writ directing the 
Commission to exercise the jurisdiction. The Court of Appeals 
of the District upheld the lower court. The highest court will 
now review that décision. 


—_—-. 


BILL-OF-LADING AMENDMENT 


Chief Examiner Butler and others of the Commission’s staff 
who have been handling matters in connection with the domestic 
and foreign bills of lading are of the opinion that the Commis- 
sion should not do anything in the nature of a hearing on the 
forms of bills of lading because of the passage of H. R. 3141, 
amending paragraph 11 of section 20 of the interstate commerce 
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act, until after there has been a conference between shippers 
and carriers on the subject of the amended law. Such a con- 
fernce is in contemplation by the bill of lading committee of the 
National Industrial Traffic League and the bill-of-lading com- 
mittee of the American Railway Association. 

The thought is that by means of such a conference the 
shippers and carriers can come to an agreement as to the 
changes that should be made in the form of the bill of lading, 
present it to the Commission and dispose of the matter at a 
short formal hearing. The thought is that it would be a waste 
of time to start hearings on the subject before there has been 
a threshing out of the subject in a conference of railroads and 
shippers at which, if material differences of opinion develop, 
the subject can be handled without formal hearing on the mat- 
ters not in dispute, leaving the formal hearing to points on 
which there may be serious disagreement in the so-called terms 
and conditions carried on the backs of the bills of lading. 


NO-BILL COAL SITUATION 


Proposed changes in the car distribution rules dealing with 
the no-bill coal situation have been transmitted to the National 
Coal Association by the American Railway Association through 
W. J. McGarry, manager of the open-top car section. The pro- 
posals are embodied in a report and recommendations of a 
special committee of the railway association. 

For incorporation in the car distribution rules, paragraphs 
1 and 2, the railway committee recommends the following: 


1. ‘‘Whenever the available car supply in any region or district 
is such that all orders for cars can be filled cars shall be placed at 
each mine in accordance with its daily order except that whenever 
a mine holds on mine tracks or mine sidings for one or more railroads 
unbilled coal loads equal in number to one day’s rating it shall not be 
furnished additional cars.’’ 

. ‘*When an unbilled coal load or a partly loaded car is held in 
excess of thirty (30) days the contents of such car may be unloaded 
at expense of mine operator and at his risk either on mine property 
or carrier property and car recovered for further service.”’ 


For incorporation in the demurrage tariff, paragraphs 3 
and 4, the committee recommends the following: 


3. ‘“‘Mine track or mine siding is a track which the mine owns, 
leases or otherwise controls, or which in the usual course of business 
is devoted exclusively to the traffic at the mine (or mines, if more than 
one owned or controlled by the same interests and operated substan- 
tially as a unit) and which track is a part of the mine layout, con- 
structed or operated by the mine company or by the carrier espe- 
cially to serve the mine or mines in question and which can be reached 
from the mine without switching over tracks that are not mine tracks 
within the contemplation of this definition.”’ 

4. “Cars loaded with coal or coke at mines, mine sidings or coke 
ovens will be moved therefrom only on written order from mine own- 
ers, operators or shippers and when so moved or held at weighing 
stations, classification yards or elsewhere 24 hours (one day) free time 
will be allowed for forwarding instructions.” 


In car shortage periods pro rata distribution shall prevail 
as provided in the present rule. 

The Commission, by division 6, has urged a revision of the 
present rules and has intimated that, unless a prompt revision 
were made, the Commission would be compelled to institute a 
general investigation. Committees representing the two organ- 
izations are to confer on the proposed changes. 


SENATORS AND SAND RATES 


The Birmingham Slag Co., in a brief in reply to the brief 
of Senator McKellar in I. and S. No. 3250, sand, gravel, slag. 
and chert, between, from and to points in Mississippi Valley 
territory, refers to Senator McKellar as counsel for gravel ship- 
pers in north Mississippi and west Tennessee rather than as 
an officer of the United States government. In doing so it says 
it takes the senator at his word. 

“In reading counsel’s brief,’ declares the Birmingham com- 
pany’s brief, “certain things are clear. It is perfectly apparent 
that counsel does not represent the shippers of these materials 


at Memphis. It is equally as apparent that counsel is not 
speaking for the major shipping and receiving interests of 
Memphis. 


The fact that counsel is speaking chiefly for, or upon the 
advice of, his fellow townsman and gravel operator, shipping 
from Camden, Tenn., Oldham, Miss., and Gravel Switch, Ky., 
is, in our opinion, transparent. Those are the only shipping 
points mentioned in counsel’s letter of March 13. They are 
the only shipping points dealt with in a substantial way in 
counsel’s brief. Other points are mentioned therein more or 
less by accident. Further, the tactics used by counsel are 
exactly those that have been followed by that shipper (herein- 
after referred to as the Memphis company) since the hearing 
in the so-called Georgia Case in 1926, where, by virtue of the 
Roquemore complaint docket No. 17763, certain of the valley 
rates were brought in issue.” 

After detailing what the Birmingham brief described as 
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the tactics of the Memphis company, it said “and now simp! 
because they have run out of barriers behind which to hie 


their indefensible rate adjustment to Memphis, Tenn, we 
faced with ridicule, criticism and abuse; criticism ‘of _ 
commissioners and abuse of the Commission’s examiner cme 
ridicule and abuse of competitors. We will not be intimidated” 
The Birmingham brief points out two or three instances ; 
which it claims the senator contradicts himself as to the amount 
of reading he has done of the record and exhibits, [fp a 
place, it says, the senator said he had “read every line of the 
testimony” and in another he said “as a matter of fact, I “he 
not yet read the protestants’ testimony at all, and I don't know 
what they have offered.” The brief observes that one of these 
statements, in comparison with the other, “cannot be true.” |; 
suggests that the conflict may be explained by assuming tha 
counsel wrote part of the brief and someone else the other par 


I. C. C. AND FORWARDING COMPANIEs 
The Trafic World Washington Bureay 


The Commission has begun an inquiry, through its bureay of 
inquiry, to obtain information for the purpose of determining 
whether or not it should institute a formal investigation of the 
practices of large freight forwarding companies as recently urged 
by former Commissioner J. B. Campbell in a letter to the Com. 
mission, or take any sort of action. 

The fact that Mr. Campbell, representing small exporters 
and importers, had asked for an investigation, was made known 
by Commissioner Eastman when testifying April 9 before the 
House committee on interstate and foreign commerce in the 
holding company inquiry. The commissioner at that time read 
from a letter sent to the Commission by Mr. Campbell asking 
the Commission to investigate the practices of the large for. 
warding companies on the ground that those companies were 
receiving concessions and preferences as shippers from affiliated 
railroads, to the disadvantage of small forwarders. 

Practices of large forwarding companies were inquired into 
in the Commission hearings in the container service case re. 
ee the Traffic World of February 9, 1929, and of February 
16, 1929. 

When he was before the House committee, Mr. Eastman 
recommended that the committee investigate the relations be 
tween large freight forwarding companies and railroads. 


N. Y. STATE CHAMBER ACTION 


The Trafic World New York Bureau 


Amendments to the interstate commerce act, particularly 
the suggested amendment requiring railroads, in their schedules 
of rates, fare, and charges, to state separately the charges 
for the use of wharves, docks, warehouses, and other terminal 
facilities owned or operated by them as common carriers, was 
opposed in a resolution adopted at the monthly meeting of 
the Chamber of Commerce of the State of New York. 

The resolution, which was submitted with the report of 
the executive committee of the chamber, provided for the se- 
lection of representatives of the chamber to appear at hearings 
to present the views of the organization and to oppose the 
proposed legislation. The amendment referred to is in line 
with the agitation of south Atlantic and Gulf port interests for 
the segregation of line haul and terminal charges as a meals 
of diverting traffic from the Port of New York. 

The chamber adopted a joint resolution of the committees 
on harbor and shipping and internal trade and improvement, 
indorsing the project for a union freight terminal on the west 
side of New York somewhere between Twenty-fifth and Chris- 
topher streets as the initial step toward the ultimate plan of 
establishing a system of such terminals to facilitate freight 
handling and reduce traffic congestion in the metropolitan area. 

A joint report of the same committees, presented by Marcus 
H. Tracy, chairman of the first named, indorsed the proposal 
for the transfer of the State Barge Canal to the federal gov 
ernment and authorized members of the two committees to 
appear at hearings and otherwise to support the move for suck 
transfer. This was adopted by the chamber. 


SUSPENDED TARIFFS 


In I. and S. No. 3451, the Commissien has suspended from 
May 5 until December 5 schedules in supplement No. 25 to 
joint tariffs: Chaffee’s I. C. C. A-179, Boyd’s I. C. C. No. A-1968, 
Galligan’s I. C. C. No. 136, Johanson’s I. C. C. No. 2114, Jones 
I. C. C. No. 2172, and Speiden’s I. C. C. No. 1292; also Chaffee s 
I. C. C. No. A-200 joint with Speiden’s I. C. C. No. 1365. be 
suspended schedules propose to establish reduced rates on val 


ous commodities to and from Mobile, Ala., and New Orleans, 
La., and points in southern territory via barge and rail routes. 
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Transportation in Mexico 


Remarkable Progress Made in Rehabilitation of Rail Lines in Mexico Since Return to Private 
Operation in 1926—First Railroad Concession Granted in 1833—Nearly All of Present 
16,443 Miles of Line Built Since 1880—Recent Developments— Commerce 
Between United States annd Mexico on Increase 


ORE than 5,000,- 
000 bunches of 
bananas are 


shipped from Mexico to 
the United States every 
year and shipments of 
this “potato” of the 
tropics are said to be 
increasing at the rate of 
a million bunches a year. 
The source from which 
this statement was taken 
did not indicate whether 
the increase was credited 
to a growing fondness 
for the fruit or to 
improved transportation 
and greater facility of 
importation. The matter 
would not be mentioned 
here except that it illus- 
trates the present trend 
in commercial relations 
between the two coun- 
tries and within Mexico 
itself. Not only are more 
bananas being grown in Mexico 
but more of a great many other 
things is happening there. 

One writer says that “the 
progress Mexico has made in the 
last nine years eclipses any 
progress ever made by any na- 
tion during a similar period.” 
Not the least of that progress 
has had to do with a rehabilita- 
tin and development of its 
transportation, facilities. As 
was pointed out by Professor 
L. C, Sorrell, in a recent article 
in The Traffic World, it is not 
always easy to disentangle the 
exact relationship between trans- 
portation developments and other 
changes in industrial, market, 
and social arrangements. 
Changes in transportation affect 
industry and commerce and 
changes in the latter are reflected 
in the former. Cause and effect 
operate both ways. It is prob- 
able, however, that recent im- 
Provements in the transporta- 
“on situation in Mexico are 
effects of social and political 
forces operating in the coun- 
(ty, but those transportation 
changes, in turn, are certain to 
react on industrial, agricultural, 
and political Mexico to a large 
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tional Railways of Mexico. 
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A view typically illustrating both the roadbed of 
Mexican railroads and the topography traversed— 


somewhere between Mexico City and Laredo. 





Colonia Station, Mexico City, one of the principal stations of the Na- 


dda. 





degree. That, in turn, is 
of importance to this 
country—which includes 
a large number of ship- 
pers. For Mexico is 
nearly as large as that 
part of the United States 
east of the Mississippi 
and, according to a re- 
cent pamphlet, “is so 
near to us, to Chicago 
for instance, that the 
border of Mexico is 
closer to Chicago than 
is Salt Lake City, Utah, 
or Butte, Mont. In fact, 
the border of Mexico is 
closer to Chciago than 
are the borders of Wash- 
ington, Oregon, Califor- 
nia, Idaho, Nevada, or 
Arizona.” 

The evolution of 
transportation facilities 
in Mexico has been slow 
and tortuous, but the facts seem 
to indicate that there has been 
a remarkable quickening in re- 
cent years. Development of the 
motor truck and hard roads, the 
airplane, and other recent inno- 
vations are rapidly forging a 
new Mexico, if we are to believe 
its publicists. But of at least 
equal importance has been a 
series of changes of another 
kind. Return of the railroads 
to private ownership in 1926 
has inaugurated an era of busi- 
ness-like methods and modern 
technique. Of particular inter- 
est to shippers and receivers of 
freight in this country, has been 
the reestablishment of through 
bills of lading, which went into 
effect in March, 1926, on traffic 
from this country to Mexico. 
Use of through bills of lading in 
the other direction is expected 
in the near future. Another 
item under the new dispensa- 
tion was the creation, in 1927, 
of customs agencies of the Na- 
tional Railways of Mexico at 
the principal points of inter- 
change of traffic between this 
country and Mexico on the 
Texas border. Those agencies 
are operated as a part of the 
railway system and their charges 
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are subject to tariff, which, it is stated, put them on a reliable, 
fixed basis so that the shipper may know what his costs will be 
before the bill comes in. 


Early Railroad Construction 


As has been said, transportation developments in Mexico 
have been slow. In the face of that statement it is curious to 
find that the first concession granted by the government for the 
construction of a railroad was issued in 1833, only six years 
after the Baltimore and Ohio received its charter in this country. 
But, the record further reveals, there was no railroad construc- 
tion prior to 1842, and in 1857 a total of only 20 miles of line 
comprised the entire railway system of Mexico. That was a 
part of what is now the Mexican Railway, extending from 
Vera Cruz to Mexico City. The concession for the Mexican Rail- 
way was granted in 1833, according to a Department of Com- 
merce booklet issued in 1925. The completed line from Mexico 
City to Vera Cruz was not finally opened to the public for 
freight and passenger traffic, however, until 1893—after chang- 
ing hands many times. 

Active construction of rail lines in Mexico did not begin on 
anything like a substantial scale until shortly before 1880 and 
practically all the line that has been built was with the aid of 
substantial subsidies accompanying the concessions. Very 
roughly, those ranged from about $3,500 to $5,000 a kilometer 
of line. 

The period from 1872 to 1877, when Lerdo was president, 
has been characterized by 
one Mexican commentator 
as one of “study and vizual- 
ization in the matter of 
railroad construction, rather 
than of actual building of 
roads.” This was followed, 
in the first period of the 
Diaz administration (1877 
to 1880), by ‘‘an epoch of in- 
tense development in rail- 
road communications.” 

Much as in this country, 
the first lines in Mexico 
were laid in _ piece-meal 
fashion and later consoli- 
dated into through systems 
linking the important popu- 
lation centers and _ ports. 
Concessions were granted 


individual Mexican states 
and various financial 
agencies. Taking out of 


concessions appeared to be 
much more popular, for a 
time, than actual construc- 
tion of line. “Thus, of two 
hundred and_ twenty-two 
concessions granted up to 
December 31, 1899,” it is 
stated, “a hundred and 
thirty-five were abandoned 
or discontinued, and of the 
balance only about a dozen involved important and strong com- 
panies.” 

But in the period immediately following the first Diaz term, 
they did get to building in earnest. That was in the term of 
Manuel Gonzalez, who was president from 1880 to 1884. In 
that four years, more line was built than in any other period 
of equal length, either before or since. In December of 1880 
there were sixteen lines in existence, with a total length of 
1,051 kilometers. Four years later, there were 49 lines and 5,897 
kilometers in existence, an increase of 4,846 kilometers. 

In the second Diaz regime, from 1884 to 1910, construction 
was stimulated by the creation, in 1892, of the Department of 
Communications as a branch of the presidential cabinet. A 
second period of comparatively intense activity in construction 
took place between 1896 and 1900, when 3,104 kilometers were 
added to the nation’s web of rails. 

National Railways of Mexico 

Of the 16,443 miles of main line railroad in Mexico today, 
8,372 miles are represented by the National Railways of Mexico. 
Of that mileage, 6,860 miles are standard gauge and 1,512 nar- 
row (3-foot) gauge. The lines of the National extend from the 
Texas border, on the north, to the Mexico-Guatemala border, on 
the south, and reach the principal ports on both the Atlantic 
and Pacific coasts. Two main lines extend northward from 
Mexico City, one of which terminates at Juarez, Mexico, opposite 
El Paso, Tex., and the other of which reaches points on the 
Mexican border opposite Eagle Pass and Laredo, Tex. East 
and west lines cross the country in the north from Matamoros 
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Mexico has mountains and so its railroads have tunnels... Tomasopo 
Canyon on the San Louis Potosi to Tampico line. 
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(opposite Brownsville, Tex.) to Mazatlan on the Pacific: agai 
in the center, connecting Mexico City with Tampico and a 
Cruz, on the Atlantic, and with Manzanillo, on the Pacific: roy 
to ignore the more complicated ramifications, the continent 4 
spanned in the southern part of the country at its narroy ; 
part, the Isthmus of Tehuantepes, by a line connecting tom 
Mexico, on the Atlantic, with Salina Cruz, on the Pacific . 

The National Railways of Mexico came into existence in 1907 
whe President Diaz signed a decree that authorized the Mexican 
Central Railway and the Mexican National Railway to combine 
under that title. The beginnings of the two latter systems in 
back to 1877, in which year concessions were granted both com- 
panies. The line of the Mexican National between Mexico (ity 
and Laredo was completed and formally opened to both freight 
and passenger traffic in November, 1888, and in November 1903 
it had been made standard gauge for the entire 803 miles, having 
been part standard and part narrow gauge before that. . 

National Railways now reach twenty-two of the twenty. 
eight Mexican states, serving 76 per cent of the area of the 
country, with a total of 670 stations. A rough estimate of the 
value of the properties, including operated lines, is $460,000.09 
Equipment includes 945 locomotives, of which 649 are oil burn- 
ing and 296 coal burning. The latest figures available show 
that it owns a total of 8,957 freight cars, which it is understood 
does not include all of 2,240 new cars ordered last year; and it 
owns 404 passenger coaches. Freight schedules from the prin- 
cipal points of entrance to Mexico City are maintained as 
follows: El Paso to Mexico 
City, 101 hours; Browns. 
ville to Mexico City, 69 
hours; Laredo to Mexico 
City, 53 hours, and Eagle 
Pass to Mexico City, 67 
hours. The _ longest line, 
that connecting El Paso and 
the national capital, is 1,223 
miles long. 

Traffic statistics for 
the year ended June 30, 
1924, indicate that a total of 
8,439,020 tons of freight 
were carried, and that earn- 
ings from that source were 
57,793,934 pesos (about $28- 
500,000). Earnings a ton- 
kilometer were 2.396 cents 
in that year. Substantial 
increases have taken place 
since then, though exact 
figures for more recent 
years could not be had. 


Mexican Railway 


The importance of the 
Mexican Railway as a part 
of the transportation setup 
of the country does not 
spring so much from its 
size, as from its strategic 
location and the fact that 
it is the only standard gauge line between Vera Cruz and 
Mexico City, and in addition is much the shorter of the two 
principal routes available between those two points. The reg- 
ularity and dependability of steamship sailings to and from 
the port maintained by the three lines operating between this 
country and there, as well as lines from Europe, has made of 
Vera Cruz the most important port of entry in Mexico. In 
1928, the last year for which figures are available, imports 
through customs house at Vera Cruz amounted to 30 per cent 
of all imports received through the 39 entry ports of the country. 


In addition to the advantage of its location, the Mexican 
Railway has the distinction of being the oldest independent 
railroad in Mexico and the only one with electrified mileage. 
Of its 374 miles of main line track, 64 of those in the most eX 
tremely mountainous portion have been electrified, and plans 
of the management provide for extension of that. In the 169 
miles between Vera Cruz and Mexico City, the line rises from 
sea level to a maximum elevation of 8,337 feet, which ul 
doubtedly accounts for the fact, freight and passenger operation 
from Vera Cruz to Mexico City requires somewhat longer time 
than in the reverse direction. “Red Ball” fast freight service 
between the port and the nation’s mountain-cupped capitol is 
maintained on the basis of 23-hour schedules. The same time 
is maintained to Pachuca, and the schedule to Pueblo is on 4 
20-hour basis. Freight and passenger equipment consists 0 
1,182 cars and 89 locomotives. Of the total number, 1,092 of 
the cars are freight, and the others are passenger, mail, and 
express coaches. Twelve of the locomotives are electric and 
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the other 77 are oil burning. Ten additional electric locomo- 
tives have been ordered by the company. 


Other Important Lines 


In point of length, the Southern Pacific of Mexico should 
follow the National Railways. It is the principal channel of 
north and south commerce along the west coast, extending from 
Nogales, Ariz., on the north, to Guadalajara on the south— 
recently completed as an all standard gauge line at a cost of 
nearly $200,000,000. There is a total of 1,369 miles of main line 
track, and the company owns 104 locomotives, of which 52 are 
each oi] burning and coal burning. Freight equipment includes 
1497 cars, and the line owns 131 passenger cars. 

In addition to the large number of other short lines in the 
country, both industrial and common carriers, the following 
should be mentioned in any general summary of the existing 
transportation facilities of the country: Mexico Northwestern 
Railway, with 497 miles of main line track, connecting Jaurez, 
by a roughly semicircular route, with Chihuahua. It has 27 
locomotives and 943 freight cars and 21 passenger cars. 

The Kansas City, Mexico and Orient Railway, with 332 miles 
of main line in Mexico, has recently been taken over by the 
Santa Fe. It extends from Presidio, on the Texas border, to 








Javier Sanchez Mejorada, Executive President of the National 

Railways of Mexico, who was Minister of Communications 

and Public Works under the administration of President 
Portes Gil. 


Chihuahua, and, with interruptions, from Minaca to Topolobampo 
on the Pacific. The new owners have recently announced plans 
for completion of existing gaps, both in this country and Mexico, 
which will give a through line from Kansas City to Topolobampo. 
This will bring the Mexico seaport 350 miles closer to Chicago by 
rail than any other port on the Pacific coast. 


A self-contained system of rail communication exists in the 
state of Yucatan in the United Railways of Yucatan, consist- 
ing of a half dozen arms centering on Merida, one of the prin- 
Cipal cities of the state, and lines reaching the two ports of 
Progresso and Campeche. The lines are both narrow and 
Standard gauge. 


Rate Structure 


aa freight rate fabric is relatively simple, as there is no 
ritory ing os an intra-state rate and there is a single rate ter- 
for 7 sairacing the entire country. The classification provides 
det welve classes and an equal number of class rate scales 

€rmined the rates, based on a charge of thousand kilograms. 
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There are also the orthodox exceptions from the classification 
and commodity rates. 

Rates are materially higher than in this country, but there 
has been less increase in them since 1914, as a general proposi- 
tion, than in the United States. In practically all cases, con- 
cessions under which the lines were constructed stipulated the 
maximum level of rates. Modifications have been made in such 
provisions from time to time, and, with granting of regulatory 
control to the Department of Communications and Public Works, 
February 10, 1925, further changes in that situation were brought 
about. In some respects, that equivalent of the Interstate Com- 
merce Commission is a more stern guardian and exercises more 
rigid control over its children than the railroads of this country 
must submit to. Not only does it require filing of changes in 
tariffs in advance of an effective date, but no such changes are 
allowed to take effect on expiration of a statutory notice. All 
rate changes must receive a formal certification of approval from 
the department before they are allowed to take effect, and, if 
the plea is granted, the effective date is set by the department. 


Express and Passenger Service 


Express revenue produced by that class of traffic on the 
lines of the National Railways is kept within the family, that 
kind of service being performed by a department of the rail- 
road. But Wells Fargo Express Company, now extinct so far as 
this country is concerned, is continuing its long and varied 
career through contracts under which it handles express traffic 
on the Mexican Railway, the Southern Pacific of Mexico, and a 
number of smaller lines. The Mexico Express Company operates 
over lines of the Mexican Northwestern Railway. 

Passenger service on the Mexican lines presents a curious 
contrast of the familiar and unfamiliar to American travelers. 
Through trains from the border to the principal interior cities 
is on a high level. The Pullman Company supplies eating and 
sleeping facilities on lines of the National from the Texas border 
to Mexico City and on lateral lines, and on the Southern Pacific 
of Mexico. The National operates its own sleeping equipment 
south from Mexico City to the Guatamala border and to Vera 
Cruz. The Mexican Railway operates its own equipment, and, 
at present no sleeping cars are run on the lines of the Mexico 
North Western. 

First and second class passenger service is maintained on 
the Mexican lines and the American tourist is warned, by nota- 
tions in time tables, to make reservations for first class accom- 
modations sufficiently in advance to assure a place. An addi- 
tional charge of 25 per cent of the fare is assessed, if the fare 
is paid on the train. The American traveler is becoming an in- 
creasingly important part of the traffic carried over the lines of 
this neighbor to the south. The units of him being carried are 
on the increase, along with the increases being shown in 
standard freight categories. 

Not only is traffic increasing, but expense of operation are 
being substantially abbreviated under more modern practices 
initiated follow: creation of the regulatory authority of the 
Department of Communications and Public Works and, as stated 
in no uncertain terms by officials of the railroads, through re- 
organization that followed return of the roads to private owner- 
ship and operation. The Mexican government, it is understood, 
still owns a controling interest in the National Railways, but 
the system was returned unrestrictedly to private operation in 
1926, after being in the hands of the government since 1914. 
With the exception of the Mexican Railway, the other important 
lines in the country reverted to private management at the 
same time. The Mexican Railway was returned to its owners 
in 1920, having been in government hands since 1917, and having 
suffered a similar experience for a period from 1914 to 1916. 

The fact that, for the first time in their history, the rail- 
reads of Mexico are said to be on a paying basis, has other con- 
tributing causes too complex to be gone into here. But a sig- 
nificant aspect is found in a bulletin issued by the Commercial 
Agency of the Mexican Government, which says that, “1930 is 
looming up as a record year for Mexico. With confidence estab- 
lished at home and abroad; with the distribution of land settled, 
the irregation works completed, the highway construction well 
advanced .... it is not too far fetched to predict that inter- 
national trade between Mexico and the United States will reach 
$300,000,000 by the end of December.” The bulletin cites the fact 
that exports from this country to Mexico, on a long list of man- 
ufactured commodities, showed substantial increases in 1929, 
despite the Escobar “revolt.” They increased from $109,148,- 
365, in 1927, to $133,981,973, in 1929. Added to the situation 
pictured by those figures, this country is drawing on Mexico’s 
wealth of raw materials in increasing quantities. To reiterate, 
all this will hasten rehabilitation of Mexican transportation, and 
that rejuvenated and extended transportation will augment the 
growing reciprocity of goods between the two countries. 
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Through package cars insure better 
service, reduce liability and minimize 
delay, loss and damage. Traffic man- 
agers and receivers of less-than-carload 
freight commend this popular service, 
realizing its utility and adaptability in 
serving their varying demands. 

During a recent typical month more 
than 3,400 through package cars left 
Norfolk via the Norfolk and Western 
Railway for many destinations and 
with an assurance of prompt handling 
via this efficient, economical route. 

The accompanying chart gives but an 
indication of the scope and character 
of Norfolk and Western through pack- 
age service from Norfolk (the world’s 
greatest natural port) to the West, 
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FUEL ASSOCIATION MEETING 


More than 1,200 railway officers interested in fuel perform- 
ance, from’ widely scattered points in this country, Canada, and 
Mexico, were in attendance at the twenty-second annual con- 
vention of the International Railway Fuel Association at the 
Sherman Hotel, Chicago, May 6 to 9, inclusive. The first three 
days were taken up by a closely packed agendum of committee 
reports on technical features of locomotive operation and eco- 
nomical use of fuel, as well addresses by prominent railroad 
officials and others on more general topics. 

Fuel performance, according to J. S. Pyeatt, president of 
the D. & R. G. W., who addressed the morning session, May 6, 
is the best of indices of operating efficiency, because practically 
every improvement in equipment or operating methods is re- 
flected therein. In that connection, he referred to the record 
of the raflroads in the last ten years in reducing the amount 
of fuel required to do a unit amount of work by about 30 per 
cent. 

One of the evils of good performance, such as indicated 
by that record, was pointed out by F. H. Hardin, assistant to 
the president of the New York Central, as prompting those 
responsible for it to “pat themselves on the back” and feel 
satisfied with their accomplishment. 

Mr. Hardin spoke of this age as one of intensely competitive 
economic conditions, and said that the survival of the steam 
locomotive for a hundred years in such a period was proof that, 
“by and large,” it had no equal for all types of service. “Sur- 
vival of the fittest” operates as surely in the world of economics 
as in the biological world, he said. In that connection he dis- 
cussed the adaptability of the Diesel locomotive to railroad 
operation. The three principal objections to it at present, as 
he listed them, are high unit cost, high unit weight, and failure 
to maintain sustained horsepower output at speeds for pas- 
senger service. The Diesel electric locomotive as now devel- 
oped is well suited for certain classes of service such as switch- 
ing, he said. 

Calling attention to the fact that “revolutionary” changes 
in transportation now in progress, have had the effect of taking 
a large share of the passenger traffic away from the railroads, 
and that the truck and waterways threaten to make even larger 
inroads on freight traffic than they have already done, Samuel 
O. Dunn, editor of the Railway Age, declared that “no industry 
can permanently bear the effects of a government subsidizing 
of business in its field unless it is allowed to share in the 
benefits of the subsidies.” 

He pointed out that, under existing law, the railroads were 
forbidden to go into the business of supplying waterway trans- 
portation and that, although “numerous railways are beginning 
to try to protect their earnings by engaging in the operation 
of motor coaches and trucks on the highways, there is oppo- 
sition to this in some quarters on the ground that it will reduce 
competition.” 

One-third of the passenger business of the railroads has 
been taken away from them in the last ten years, he said, 
“resulting in a loss in passenger earnings running at present 
at the rate of $450,000,000 annually.” He pointed out that 1929 
was “the first year in railroad history when total railroad earn- 
ings failed to set a new high mark in a year of great business 
activity.” Earnings in that year fell below earnings in both 
1926 and 1923, he said. 

He expressed confidence that the railroads would continue 
for some time to be the principal means of transportation, but 
that if they were to successfully meet the subsidized competi- 
tion they were faced with and give the public essential service 
“gigantic economies must be effected.” 


Speaking on the subject, “Should the Railways Expect De- 
creased Fuel Costs?” at the May 7 morning session, H. N. Roden- 
baugh, vice-president, Florida East Coast, declared that “the field 
of relatively easy conquest in fuel economy is becoming more 
limited.” The fuel bill is still the largest single item in the 
carriers’ bill for materials, he said, their consumption amount- 
ing to 30 per cent of the coal and 9 per cent of the oil produced 
in this country. 

Other speakers included R. E. Woodruff, vice-president of 
the Erie, who presented a general discussion of the problems 
of fuel economy and locomotive improvements; C. E. Bockus, 
president, National Coal Association; D. L. Forsythe, road 
foreman of engines, Frisco, and J. C. Nolan, fuel engineer, Gulf 
Coast Lines. 

The convention closed with a business session the morning 
of May 9, at which the following officers were elected: Presi- 
dent, C. H. Dyson, fuel agent, B. & O.; vice-presidents, W. G. 
Black, mechanical assistant to the president, C. & O., and C. I. 
Evans, chief fuel supervisor, M.-K.-T.; executive committee, O. J. 
Brown, superintendent of fuel service, Boston & Maine; L. E. 


Dix, fuel supervisor, Texas & Pacific; F. X. Nachtmann, mining 





Vol. XLV, No. 19 


The Traffic World —————_____Vol. x1, ws 


engineer, Frisco, and W. L. Robinson, general SUPervisor fy.) 
and locomotive performance, B. & O. ue 


PAPER BAGS AS CONTAINERS 


“The use of paper bags as shipping containers has deco 
extensive, as they have certain desirable features,” Says rm 
Bureau of Standards of the Department of Commerce, Th 
most common type is the multiple-wall bag, composed of kya: 
paper made water-resistant by rosing sizing, and having a me 
closing valve through which the material is introduceg, This 
type of bag is in extensive use for cement and other similar 
materials. Its use has proven economical not only ip reapes 
to its cost but also in respect to breakage and protection ¢; 
the contents. : 

“There is considerable interest in the extension of the yx 
of bags of this type to other materials which must have 
high degree of protection from passage of moisture through 
the walls of the bags. Difficulties have been experienced yit 
substances which absorb water readily, such as quicklime ani 
sugar. In long shipments or in storage quicklime absorbs su 
ficient moisture from the air to burst the bag through th 
swelling of lumpy as to have its sales value considerably ¢. 
creased. On the other hand, in many chemical preparation: 
and food products the avoidance of loss of moisture is desire 
For these purposes the ordinary type of bag has proven unsy. 
isfactory, as it is not sufficiently impervious to air. 

“Tests of sheathing papers recently made by the bureay 
indicate there are papers available which are sufficiently ip. 
pervious to air and which have the other necessary qualifica 
tions for bag use, such as strength, flexibility, water resis. 
ance, and lack of odor. The test results of these papers are 
reported in the bureau Research Paper No. 85, a Study of 
Sheathing Papers. (Copies may be obtained from the Super 
intendent of Documents, Government Printing Office, Wash- 
ington, D. C., for five cents each.) Two of these papers appear to 
be particularly suitable. One, designated in the publication 2L, 
is made of three plies of oiled kraft paper cemented together 
with two layers of asphalt. The other, designated 8L, is made 
of two plies of kraft, with an inner ply of zinc foil, all cemented 
together with asphalt. Paper of the latter type costs about 
twice as much as that of the type first mentioned, but is prac. 
tically impervious to air. 

“Other considerations of importance are strength, and means 
of sealing the bags so as to have air-tight joints. -Tests of the 
air-tightness of bags could be made by exposing bags filled with 
quicklime or other hygroscopic material, to a moisture-saturated 
atmosphere. For testing walls and ends an impervious con 
tainer filled with hygroscopic material, and provided with a 
open end and means for fastening on a diaphragm of the ma 
terial to be tested could be used. Change of weight per ui! 
time would give the desired measurement rapidly. Strength 
could be determined by the ‘drop-test’ which is commonly ap 
plied by dropping filled bags until they burst, and noting the 
number of drops the bag withstands. There should be 1 
difficulty in meeting all strength requirements, as papers I 
inforced by tetxile fabrics are available if required. 

“Research along the lines indicated would no doubt result 
in the development of more satisfactory céntainers for a wide 
variety of materials. The potential savings that could be 
effected are considerable.” 





TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 


A large candy manufacturer, reporting to the transportatlo 
division in connection with its industrial traffic managemel! 
survey, cites a saving by its traffic department from obtainll: 
the cooperation of branches or customers in anticipating their 
requirements by one or two days so that the merchandise cat 
be handled in trap-cars from the factory instead of requiriig 
delivery by motor truck. — 

A cottonseed-oil plant was reported, in connection with the 
industrial traffic management survey being conducted by the 
transportation division, to have found lack of cooperation be 
tween its sales and traffic departments costly, a shutdown . 
2% days having been necessitated by waiting for tank cars © 
relieve its congested oil storage. 


RAIL COAL CONSUMPTION 


Consumption of coal by Class I steam railroads in ae 
1930, according to the Bureau of Mines, showed a marked 4 
crease in comparison with that of the corresponding ae 
last year. The total quantity used in the month was 8,572 ie 
net tons, as against 9,977,077 tons in February, 1929, saa 
crease of 1,404,114 tons, or 14.1 per cent. This decrease - 
shared by each of the consuming regions, ranging from ase 
cent in New England to nearly 21 per cent in the Northweste* 


region. 
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Thi \ the third article of this series it was stated that 
imilar changes in the location of industry had been regarded 
“ne as one of the significant developments in production 
sac 1 the United States in recent years. It should be 
¢ us [ME called that the expression, “relocation of industry,” 
ave a HM. susceptible to several interpretations. First, it may 
Co nean the actual movement of an industrial plant from 
a we locality to another—strictly a migration of indus- 
$ su Mies, Second, it may mean rather a movement of 
: : roductive capacity from one locality to another, with- 
iV de. 


ation Mout an actual movement of the factory—that it, the 
sired ld plant is retained at its former location, but a new 














unsat: ME plant is created at some other to serve a district for- 
werly supplied by the old plant. The location of branch 
“ap jlants illustrates this type. Third, it may mean that 
life. Mp uew plants of a given industry are developing in districts 
resist IN yemoved from the area in which that given industry may 
rs att MM formerly have been concentrated. These new plants may 
“ te ie quite independent in ownership of those resulting 
Wat from the preceding types of movement. Or it may mean 
year to MB that manufacturing as a whole is less concentrated in a 
on 2, MB viven region than formerly. Presumably, at all times 
—- yarticular industrial establishments are closing, due to 
ental jankruptey, mismanagement, or personal factors, and 
about Mew establishments of the same type may be started, 
s prac MR cither in the same locality or elsewhere. No commis- 
means 100 exists with power to control the establishment of 
of the ME Wdustrial plants through certificates of public con- 
d with MM venience and necessity, and many changes take place that 
urate’ MM vistain no relation whatever to a real migration of 
gi industries. The district or area considered in discussing 
he ma (gm elocation may be simply a metropolitan district, or it 
er unit Way be a major section of the United States. 
= — Facts Difficult ef Access 
“4 rs _ It is not easy to ascertain the precise facts concern- 
ors re 48 the migration of industries or to interpret the facts 
that are available. In New York City a regional planning 
-Tesilt @§ oumission has studied the movement of industrial estab- 
ah ishments over a series of years within the metropolitan 
listrict, and the reasons for such local migration have 
“en sought. The American Telephone and Telegraph 
‘ompany in 1928 published brief articles on regional 
ends and shifts in industry, confining attention to 
rtatio? Mal, lumber, cotton-growing, corn and wheat-growing, 
ws ‘pper, petroleum, steel, cotton-manufacturing, and 
g their ‘heat flour production. The First National Bank of 
ise cat MN 4oston the same year issued a study entitled, “American 
quirits HE Industries by Geographical Sections,’ in which an 
ith te A Mpt Was made on the basis of census data to indicate 
py the “or developments in manufacturing within the differ- 
ion b MB geographical sections. Studies of the packing house 
i= ‘ dustry have repeatedly dwelt on the westward move- 
ni “at of meat packing. Since 1920 many writers in 
egy magazines have emphasized the movement of 
uiture and textiles toward the southern states and 
ie “Westward movement of boots and shoes production, 
a4 of beod Stressed the necessity for (or affirmed the 
572,88 ony toward) decentralization of _industry. Thus, 
, a de Jact and considerable opinion point toward a sub- 
—— — “migration” in recent years; but the absence 
sete , atlier records leaves one in doubt whether or not 


ihe rate of movement has been accelerated in recent years. 
To date, it seems probable that the most compre- 
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The Relocation of Industry 


a Series of Articles on Transportation, Production, and Marketing, by Professor L. C. 
Sorrell, of the University of Chicago 


hensive data assembled in recent years on this subject 
are found in_a report entitled, “Industrial Development 
in the United States and Canada,” issued by the National 
Electric Light Association and the Policyholders’ Service 
Bureau of the Metropolitan Life Insurance Company in 
1929. This report is a summary of information obtained 
from some 2,084 communities in United States and 
Canada (1934 in United States alone). Questionnaires 
were addressed to railroads, banks, chambers of com- 
merce and public utilities to ascertain what industries in 
1926 and 1927 had moved away from those localities, 
what ones had moved in, the new industries established, 
and the old ones going out of business, and the firms 
were interrogated concerning the reasons for the change. 
In terms of the total number of plants, by far the 
greatest gains to communities resulted from the estab- 
lishment of new local plants rather than relocations to 
them from other localities. But, taking the number of 
employees as indicative of size, the situation was some- 
what different, because the size of the relocated plants 
or branch plants, on the average, was greater than that 
of the new plants. New local industries accounted for 
some 82 per cent of the plants gained, but employed only 
56 per cent of the employes gained. In this study no 
attempt was made to get information concerning the 
expansion or contraction of productive capacity .of 
plants that did not relocate. 


Relocations and Branches 


For the purpose of ascertaining the relation of 
changes in transportation charges to the movement of 
industrial establishments, attention may be confined tu 
the relocation of plants and the opening of branch fac- 
tories. While the rise of new local industries in a 
certain region may itself be due to changed transport 
conditions, it would be difficult, without any considerable’ 
study of the previous localization of that industry, to 
tell whether or not a migration was in progress, whereas 
relocations and new branches do rather clearly indicate 
a shift of productive capacity. 

Consideration should now be given the the follow- 
ing tabulation, which is a rearrangement of certain 
basic data found in the report itself: 


RELOCATIONS OF INDUSTRIAL PLANTS IN THE UNITED 
STATES IN 1926 AND 1927 
(1) Number of plants relocated from district shown in the left 
hand column to the districts indicated below. 
7 Relocated To ————_——__, 
Unknown 


Within Other or 

Total Within Sec- Sec- Outside 

Relocated From No. State tion tions UU: S. 

New England .......... 211 143 39 25 ~~ 

Middle Atlantic ......... 552 132 175 123 122 

East North Central ... 149 90 28 31 : 

West North Central .... 42 16 8 18 : 

South Atlantic ......... 30 4 13 6 2 

East South Central...... 14 9 1 4 . 
West South Central..... 24 17 4 3 
Mountain ..cccccctsceece 2 Paar ise whe 
PACU 2. cccccscedsssbone 16 4 


(2) Relocated to district shown in the left hand column from the 
districts indicated bélow: 





— Relocated From————-——,, 

Unknown 

Within Other or 

Total Within Sec- Sec- Outside 

Relocated To No. State tion tions U. 8S. 

New England ......... 217 144 36 36 1 

Middle Atlantic ....... 313 121 112% 1314 36 

East North Central .... 211 113, 5d 43 win 

West North Central.... 438 20 7 13 3 

Sowthh ACMA scccccces 80 il 15 53 1 

East South Central ..... 31 12 0 19 yf 

West South Central..... 36 24% 44 5 2 

PROUTRT ccc cccccccees 4 2 2 ~ A 
ol” eer eee 29 21 6 2 
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(3) Locations of branch plants in districts shown in the left hand 
column, whose main offices are located in the districts indicated below: 


--Main Offices Were Located Within— 


Out- 
The side Outside 
The Same the the U.S. 
Branches Were Total Same Sec- Sec- or Un- 
Located In No. State tion tion known 
New England .......... 7 37 3 30 1 
Middle Atlantic ....... 233 95 66 63 9 
East North Central .... 125 44 34 46 1 
West North Central.... 79 12 19 3 5 
South Atlantic ......... 114 tess bates 82 oes 
East South Central...... 100 28 8 50 15 
West South Central..... 71 27 6 38 tes 
Mountain .......cccccees 28 see 9 16 3 
PRGED 0.56.0 00 0:00 469006050 96 26 4 45 1 


Description of Territories. 


ew England: States east of New York state. Middle Atlantic: 
tient ea Sennsyivania, New Jersey. East North Central: Ohio, 
Indiana, Illinois, Michigan, Wisconsin. West North Central: Minne- 
sota, Iowa, Missouri, North Dakota, South Dakota, Nebraska, Kan- 
sas. South Atlantic: Delaware, Maryland, Virginia, West Virginia, 
North Carolina, South Carolina, Georgia, Florida. East South Cen- 
tral: Kentucky, Tennessee, Alabama, Mississippi. West South Central: 
Arkansas, Louisiana, Oklahoma, Texas. Mountain: Montana, Idaho, 
Wyoming, Colorado, New Mexico, Arizona, Utah, Nevada. Pacific: 
Washington, Oregon, California. Fractions indicate a new plant re- 
sulting from removals from two locations. In a few cases the report 
fails to show complete distribution of totals. The failure of the totals 
in tables (1) and (2) to agree is probably due to relocations between 
cities in the report, and cities not included in the report. 


Some General Conclusions 


Assuminng that the foregoing data are really typical of 
developments in 1926 and 1927 and that the trend in relocations 
and branch plant establishments in those years is typical of 
changes since 1920, certain generalizations may be drawn. 

(1) Most of the plant relocations are to nearby points, as 
indicated by the predominance of relocations in the same state; 
this is particularly noticeable in the New England, Middle 
Atlantic and East North Central states. Unquestionably much 
of this relocation is from the large metropolitan districts to 
the smaller cities that live on the periphery of such centers. 
This is likewise true of considerable relocation within the 
section and inter-sectionally. For example, a movement from 
New York City to New Jersey would be within the section, and 
from New York City to Connecticut an inter-regional move- 
ment. Many instances of these movements were observed. 

(2) In terms of inter-sectional movements, the South Atlan- 
tic states enjoyed the largest gain and the middle Atlantic 
states sustained the largest loss. The East North Central 
states had a considerable movement both to and from other 
sections. 

(3) A considerably larger part of the branch plant estab- 
lishment is inter-regional in character than is true of plant 
relocation. All sections seem to enjoy a considerable amount 
of branch plant establishment, but the most conspicuous gains 
are recorded for the South Atlantic, Middle Atlantic, and Cen- 
tral state, and for the Pacific Coast region. The last named 
region is noteworthy, in view of the effects commonly attributed 
to the Panama Canal. This study corresponds rather closely 
with the results of a study of branch plant location, made by 
the United States Chamber of Commerce in 1927,’ except that 
the latter shows the Pacific Coast district far in the lead. 

From the foregoing generalities and other facts presented 
in the report, the following statements seem warranted: 

(1) In relocations to the Middle Atlantic states over 50 per 
cent came from the East North Central states; in relocations 
to the latter, 44 per cent came from the former district. 

(2) In relocations in the South Atlantic section, some 89 
per cent came from the Middle Atlantic and New England states; 
of these 51 per cent were in textiles. 

(3) In branch plants established on the Pacific coast, East 
North Central states predominated; Middle Atlantic accounted 
for a majority of branch plants located in the South Atlantic, 
textiles leading; a considerable part of the branches estab- 
lished in the East North Central came from the Middle Atlantic; 
the latter received its accretion of branches very largely from 
the South Atlantic and New England. 

Summarizing, this evidence indicates an important route 
of plant migration—including relocations and. branches in that 
term—(a) between the Atlantic Seaboard and the Middle West, 
in both directions; (b) along the Atlantic Seaboard, the domi- 
nant movement being southward; and (c) toward the Pacific 
Coast states. 


Transportation as a Factor in Plant Migration 


It is a eommonplace that transportation is an important 
factor in plant location and relocation, but the bare statement 
is not meaningful. It is needful to know what aspect of trans- 
portation is uppermost when locations are being sought; how 
important transportation is as compared with other location 


4Reported in Recent Economic Changes, Vol. 1, p. 209. 
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factors; and to relate transportation rather definitely to th 
several types of relocation of productive capacity. It jg a on 
monly encountered defect, in studies of the reasons for oe 
removals, that vague answers are given and even solicited 
Moreover, the usual categories of nearness to markets near. 
ness to materials, nearness to labor, power, and transportation 
are not mutually exclusive. Nearness to markets, obviously 
is not merely a physical geography concept of distance: more 
often it really means nearness in terms of freight rates or oer 
transportation service. Obviously, Baltimore is nearer Sa 
Francisco than Chicago is, when considered from the viewpoin 
of low freight rates. Not infrequently the labor factor itsel; 
involves important transportation elements; labor SOMEtimes 
is less mobile (spatially considered) than capital, and it may 
then be necessary to move the plant toward the labor supphy 
Defective labor conditions may mean congested streets or gif, 
culty of access to the plant. Cheap power may reflect low 
transport cost of coal as well as easy transmission of electrical 
energy. When so much transportation is implicit in each of 
the other “major” factors of plant location, a separate designa. 
tion for transportation is somewhat ambiguous. 
Moreover, the. relative importance of the several location 
factors varies, not only for different products, but for different 
kinds of movement as well. Freight costs are vital in the 
production of steel; access to skilled labor is necessary in the 
case of high-grade tetxiles; producers of bakery products must 
have fast and dependable trucking service to reach local mg. 
kets. The fact that a given plant had been located without 
an industry siding might suggest a local migration to obtaiy 
that facility; but, by itself, it could hardly cause an inter. 
regional movement of a plant. Better access to markets couli 
readily induce an inter-regional movement of a producing plant: 
but it would hardly be an important factor in local migration, 
unless markets themselves were local, or unless traveling buy- 
ers were accustomed to assemble in certain chosen places. Au 
example of the latter would be the clothing trades. 


In the report, “Industrial Development in the United States 
and Canada,” mentioned above, general conclusions are given 
concerning the dominant factors in location and _ relocation. 
Some sixteen factors are listed, the first five in order being 
markets, labor, transportation, materials and available factory 
building. In addition, the report itself records reasons given 
by selected manufacturers. Some 108 cases appear where def 
inite answers have been quoted from firms seeking relocations or 
establishing branch plants. 


' Reasons for Relocation 


Because of the ambiguity involved in the use of such gel: 
eral terms as “markets,” “materials,” and the like, it will tend 
to greater clarity if the general conclusions of the report are 
disregarded and a tabulation of definite answers is submitted. 
In the following tabulation of reasons for relocation of pro 
ductive capacity, the number of reasons given, of course, é: 
ceeds the number of replies, because most firms assigned mor 
than one reason; it is impossible to determine the dominant 
reason in most cases: 


TABULATION OF REASONS FOR CHANGE OF LOCATION 
GIVEN BY 108 MANUFACTURING FIRMS 


1. Labor, as a factor in the change.................ececeeeeeee: i 
oe supply, i. e., access to more labor or better skilled 
seepage ee LO EE VE 
Lower wages prevalent at the new location............-..+5 
Better living conditions secured for labor.............-..0008 
Labor laws not so strict at new location.................+06 
New plant more accessible to labor force.............-:0+8++ 
General statements that conditions improved............+:+5 
Miscellaneous specific statements.............c0eeeeeceeeeeeees 0 


2. Transportation factors: mentioned..............0-.02ssesee0e 


Advantages of relocating to secure access to good water 
hopper po lt UE SS OE Re ann Oe tee Pe 6 

Better trucking facilities at the new location; less costly, less ©, 
a EE IS: FOIE Te aes OE Ore. ‘ 


Advantages of better rail transport................0eeeeeeee 
Secure railroad siding at new location.............-++0:+" 
Several railroads serving new location............-+-+::+ 2 
Better despatch secures at new location............+++5+9" - 
Ability to reduce freight costS..............ccce cece ee eneee ‘ 
Secured transit privilege by removal...........-. ; 
Easier to effect pool car shipments............ a 
One L. C. L. station instead of several 
General statements of better service...........-05::s00000" - 





3. Market factors mentioned, i. e., markets in which to sell...--- 9 
Nearer to markets, or more centrally located........+-++*"' 16 
Need of giving quicker service to customers........--+ss990'"" 
Hand-to-mouth buying emphasized ............+-0e000000t” 
Nearer to the visiting trade; personal contacts.......--::7*""" 


4. Nearer to raw materials, or to cheaper source of such...---* 


5. Factors associated with the building and premises...-----*"' 1; 
Secured a building better adapted physically......------.77""’ 15 
Secured less costly building and/or land........---+.:."'"’ 10 
Necessity of expanding production facilities......----..7""""" 
Cowl secure IOWGE TAROG. occ cc ccccscccsscscccscccncess noseens 


6. Better banking facilities at the new location.......--..7.""""" 
. Secured cheaper power at the new location.......---...7"7""'" 
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The tabulation, in general, sustains the broad generaliza- 
ncerning the dominant factors in location; but it is also 
vident that each of these factors really consists of several 
4 ments. One observes that trucking is an important factor 
: location of bread-making and beverage-bottling works, 
which serve local markets chiefly. The necessity of rendering 
a prompt service to customers, associated with hand-to- 
eo puying, is reflected in plant location. The textile indus- 
try leads in relocations, and it is generally accepted that the 
desire to obtain cheaper labor and less strife has been the 
dominant factor in this migration. Relocations in the produc- 
tion of machinery, iron and steel, and chemicals usually em- 


phasize transport costs. 
Influence of Freight Rates 


While it is clear that transportation has been an impor- 
tant group of factors working for relocation, it is problematical 
now much of such relocation is traceable to changes in freight 
rates, AS compared with 1915, railroad freight rates are bal- 
anced on a considerably higher level, though there is no evi- 
dence that, taken as a whole, they are excessive as compared 
with the price level itself. It seems probable that intercoastal 
water rates are little, if any, higher than those prevailing before 
the Panama Canal was opened.? Such a condition, of course, 
would induce a certain amount of relocation from the Middle 
West to the Atlantic Seaboard in order to reach Pacific Coast 
markets at lower freight costs, and also would tend to stimu- 
late the opening of branches on the Pacific Coast itself. At 
least, it would tend to have this effect on the production of 
commodities that can readily mové by water, are highly com- 
petitive, and in whose price transportation costs are an im- 
portant element. Therefore, it does not seem unreasonable 
to attribute considerable of the interregional relocation—espe- 
cially that to the Pacific Coast and part of that between the 
Middle West and the Atlantic Seaboard—to the influence of 
increased rail freight rates compared with the lower water 
rates available through the canal. 

From time to time, testimony has appeared citing specific 
instances in which relocations have taken place because of 
these changes in freight rates. In the instances summarized 
in the foregoing tabulation, manufacturers occasionally men- 
tion the Panama Canal as a factor in their determination to 
relocate. At the various congressional committee hearings con- 
cerning proposed amendments to the fourth section, traffic rep- 
resentatives of mid-western interests have stated that this sec- 
tion has lost business to the Atlantic Seaboard in the com- 
petition for Pacific Coast markets. In some cases, branches 
have been established in the east; in others branches already 
existed there and business was transferred to them. The dis- 
senting opinion of Commissioner Esch in the transcontinental 
cases Of 1926 mentioned specific instances of business lost to 
middle western plants by reason of the altered freight rate 
situation: 

The effect of the tremendous increase in the water competition 
has not been confined to the rail lines. Industries in the middle west 
which had built up a substantial business on the Pacific coast have 
found this business rapidly declining because of lower rates under 
which their competitors on or nearer the Atlantic coast may ship 
by water or rail and water. Some of these industries have been 
force@d to establish or use factories farther east to supply their Pa- 
cific coast trade. Others have retained some of their trade on the 
coast by sacrificing profits. 

The movement of industry from section to section is the 
result of numerous factors. The westward migration of popula- 
tion in the act of occupying a continent would itself produce 
4 considerable amount of relotation. The “ideal” of decen- 
ralization—meaning less concentration of manufacturing in the 
uortheastern part of this country and less concentration in 
he larger cities—has been voiced by numerous industrial lead- 
‘ts in recent years. It is not new. Decentralization has been 
practiced by many firms long before the happenings of the last 
few years. Until more careful study of the subject has been 
undertaken, it will be reasonable to conclude that increased 
ieight rate levels on the railroads, plus the Panama Canal, 
plus the increased economies in highway transport flowing from 


— transport, are operating to relocate industrial ca- 
y. 


tions CO 


ater a Statement is submitted cautiously. The writer is unfa- 
thenatiens th the existence of any index of intercoastal freights and, 
rates it’ putes chiefly on impressions. However, in overseas charter 

ile j S known that such rate levels are below pre-war levels. 
tected intercoastal carrying is an American monopoly, it is not pro- 
tion oa competition, and the frequency with which dissolu- 
has bee € conference has been threatened suggests that competition 
able for this toy nee” Furthermore, cheap vessels have been avail- 

3 vice, 

WC. ¢. 448 Commodity Rates to Pacific Coast Terminals, 


_ The abstracts of tariff filings, rejections, suspen- 
Sons, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
ture their tariff files are up-to-date. 
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MATERIAL HANDLING AT 


MERCHANDISE MART 


UNIQUE conjunction of modern methods of handling ma- 
terials and of transportation facilities is presented in the 
coal handling and ash disposal system of the Merchandise Mart, 
at Chicago—‘“‘a merchandising city under one roof”—which was 


opened for 
occupancy 
May 1. The 


building is 
said to be 
the largest 
in the world, 
will have a 
permanent 
population of 
30,000 people, 
and was con- 
structed at a 
cost of: $35,- 
000,000. Floor 
space repre- 
sents a total 
area of ap- 
proximately 
91.8 acres. 
Despite its 
enormous 
size, its coal 
handling sys- 
tem requires 
only four 
men for op- 
eration in 
peak winter 
periods, ac- 
cording to 
Frank F. 
Sengstock, 
general su- 


perintendent of the building. 


LINK BELT 
18% 37 





Chicago Tunnel Company ash cars receiving ashes 
from boilers of Merchandise Mart, 
underground to lake front for dumping. 


to be hauled 


Built over tracks of the Chicago & North Western, on the 
north bank of the Chicago River between Wells and Orleans 
streets, stoker size bituminous coal is brought into the building 


Upper run of coal conveyor for delivering to storage 
bunker, Conveyor has a capacity of thirty tons an hour. 





in dro p-bot- 
tom gondola 
cars at the 
ground level. 
When the 
cars are 
spotted over 
the track 
dump _ hop- 
pers and coal 
bunkers, the 
bottoms are 
opened and 
the coal de- 
scends 
through a 
grating into 
the bunker, 
which ex- 
tends the en- 
tire length of 
a coal con- 
veyor. The 
grating over 
the bunkers 
is of a size 
to keep out 
foreign mate- 
rial, with a 
diameter in 
excess of 
four inches. 

After being 
received 
from the 
track  bunk- 
er, the coal 
is then dis- 
charged, as 


needed, through one or more of 39 rack-and-pinion operated slide 
gates into the lower run of a gravity discharge elevator con- 
veyor, by which it is carried and elevated to an auxiliary. hopper. 

An upper, or discharge run of conveyor is supplied with 
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eight Wabash type rack-and-pinion operated slide gates and 
chutes, with hand wheels on the operating shafts, for control 
from a walkway, for delivering the coal to a storage bunker. 
The conveyor is 203 feet long, arranged to operate at a speed 
of fifty feet a second and will handle 30 tons of coal an hour. 

A self-propelled motor driven traveling weigh larry, with 
a capacity of a thousand pounds, is used for weighing and 
delivering the coal from the auxiliary hopper to stoker hoppers. 
An undercut gate at the bottom of the weigh larry hopper is 
operated from the boiler room floor, discharging the coal into 
stoker hoppers for the boilers. 

The arrangement provides for recirculating the coal to avoid 
spontaneous combustion. 

The plan for disposition of ashes from the boilers is not 
a novel feature of building operation in Chicago, but, coupled 
with the equipment for receiving the coal, it is impressive. 
Ashes are discharged from twelve cast iron gates in the boilers 
to ashpits that dump directly into tunnel cars of the Chicago 
Tunnel Company, an underground siding having been provided 
from Chicago’s 62-mile underground transportation system. A 
tunnel locomotive brings in trains of empty cars for receiving 
the ashes and “pulls” the loaded cars, which are dumped at 
the Chicago lake front to make new ground for use at the time 
of the 1933 World’s Fair. 

An unusually elaborate set of materials handling equip- 
ment was employed in construction of the huge building. It 
not only is said to have more than paid for itself in labor-saving, 
but to have expedited work and offered other advantages over 
other methods making a larger drain on human muscles. 

Sand and gravel was brought to the site by bottom-dumping 
railroad cars over a track laid in the building, and delivered 
into stock piles by six inclined belt conveyors. The convey- 
ors handled from 25 to 35 cars of material a day. Beneath the 
stock piles of sand and gravel were two 20-inch belt conveyors 
in tunnels, which brought the material to bucket elevators, 
from which it was delivered to mixing bins. The mixed con- 
crete was elevated by skip hoists operating in vertical towers, 
one for each half of the building, from which the material was 
spouted to portable conveyors, by which it was delivered to its 
destination, 

The new Merchandise Mart, which will house displays of 
manufacturers from all over the country, was built on air rights 
over tracks of the Chicago & North Western and, at the time 
the building was originally planned. was the first to make use 
of air rights in Chicago. Other novel features of the building 
include a new $3,000,000 merchandise freight station which the 
railroad will operate. The shipping and receiving concourse 
on the main floor provides space for 67 trucks, all under cover 
and heated. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended’ April 26 totaled 
907,174 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 14,293 cars 
above the preceding week, but a reduction of 144,711 cars below 
the same week in 1929. It also was a reduction of 55,833 cars 
under the same week in 1928. 

Revenue freight loading by districts the week ended April 
ase for the corresponding period of 1929 was reported as 
ollows: 


Eastern district: Grain and grain products, 6,319 and 6,487; live 
stock, 2,073 and 2,177; coal, 37,288 and 45,614; coke, 2,555 and 3,405; 
forest products, 2,974 and 3,980; ore, 1,227 and 5,335; merchandise, 
L. C. L., 68,106 and 74,374; miscellaneous, 91,606 and 112,784; total, 
1930, 212,148; 1929, 254,156; 1928, 231,878. 

Allegheny district: Grain and grain products, 3,026 and 2,734; live 
stock, 1,603 and 1,630; coal, 35,688 and 44,284; coke, 4,656 and 5,968; 
forest products, 2,647 and 2,963; ore, 3,475 and 7,301; merchandise, 
L. C. L., 51,765 and 56,928; miscellaneous, 82,067 and 95,937; total, 
1930, 184,927; 1929, 217,745; 1928, 197,473. 

Pocahontas district: Grain and grain products, 224 and 176; live 
stock, 40 and 48; coal, 34,454 and 36,483; coke, 299 and 398; forest prod- 
ucts, 1,147 and 1,742; ore, 258 and 62; merchandise, L. C. L., 6,579 and 
a — 8,520 and 8,809; total, 1930, 51,521; 1929, 55,342; 
1928, 52,597. 

Southern district: Grain and grain products, 4,057 and 3,803; live 
stock, 1,212 and 1,713; coal, 18,094 and 19,864; coke, 475 and 591; forest 
products, 17,085 and 23,190; ore, 1,106 and 1,180; merchandise, L. C. L., 
39,481 and 40,183; miscellaneous, 55,302 and 61,452; total, 1930, 136,812; 
1929, 151,976; 1928, 142,993. 

Northwestern district: Grain and grain products, 8,681 and 8,944; 
live stock, 6,146 and 7,118; coal, 3,450 and 3,923; coke, 1,588 and 1,942; 
forest products, 15,343 and 18,959; ore, 5,666 and 35,193; merchandise, 
L. Cc. L., 31,689 and 33,118; miscellaneous, 38,837 and 42,012; total, 
1930, 111,400; 1929, 151,209; 1928, 123,370. 

Central Western district: Grain and grain products, 11,382 and 
9,777; live stock, 12,607 and 13,422; coal, 7,389 and 10,628; coke, 229 
and 288; forest products, 10,246 and 12,083; ore, 2,994 and 4,537; mer- 
chandise, L. C. L, 34,014 and 35,292; miscellaneous, 54,279 and 54,680; 
total, 1930, 133,140; 1929, 140,707; 1928, 138,247. % oi 

Southwestern district: Grain and grain products, 5,079 and 4,957; 
live stock, 3,702 and 4,956; coal, 3,248 and 3,865; coke, 127 and 113; 
forest products, 9,227 and 8,675; ore, 645 and 518; merchandise, L. C. 

., 15,720 and 16,539; miscellaneous, 39,478 and 41,127; total, 1930, 
77,226; 1929, 80,750; 1928, 76,449. 
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Total, all roads: Grain and grain products, 38,768 and 3¢ 878: liy 
stock, 27,383 and 31,064; coal, 139,611 and 164,661; coke, 9,929 and 1)+\* 
forest products, 58,669 and 71,592; ore, 15,371 and 54,126; merchandic. 
L. C. L., 247,354 and 264,058; miscellaneous, 370,089 and 416,801: to, 
1930, 907,174; 1929, 1,051,885; 1928, 963,007. iia 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1998 

Four weeks in January........... 3,349,424 3,571,455 3,448 9: 
Four weeks in February......... 3,505,962 3,766,136 3,590,749 
Five weeks in MAreR.....cccscses 4,414,625 4,815,937 475935: 
Four weeks in April........ce.s. 3,619,293 3,989,142 3,740,347 
OO eck cisenukaar cs cnmneaaien 14,889,304 16,142,670 15,532,503 


FREIGHT CLAIM PREVENTION 


The ninth of a series of educational courses prepared } 
the committee on freight claim prevention, freight claim iy. 
sion, American Railway Association, will be given at the Balti. 
more Hotel, Kansas City, Mo., May 13 and 14. The progray 
includes a series of papers on packing and loading methods 
and other subjects having to do with proper handling of goojs 
in transit, as well as open discussion of the subjects. Trans. 
portation inspectors, freight agents, warehouse foremen, traip. 
masters, yardmasters, employes of the mechanical departments 
of the railroads, and others will be in attendance. 

Some of the speakers and their subjects are: Edward Dp. 
hill, chief engineer, Freight Container Bureau, A. R. A., “Funda. 
mental Principles of Good Packing Practices; Also Methods 
of Stowing and Bracing of Machinery and Allied Products”: 
T. B. Hunt, O. S. and D. department, Santa Fe, “What the 
Transportation Inspector Can Do to Reduce Loss and Damage”: 
A. J. Lorion, engineer, Freight Container Bureau, “Packing, 
Stowing, Stripping and Bracing of Fruits, Melons and Vege. 
tables; How to Report Damage Causes at Destination”; G. R. 
Watkins, chief packing engineer, Chicago Mill and Lumber 
Company, “How Boxes and Interior Packing Are Designed in the 
Laboratory of the Box Manufacturer; Lessons Learned from 
Laboratory Research’; V. L. Landon, secretary, Chicago ter- 
minals committee, General Managers’ Association, Chicago, “The 
Use of Impact Registers”; E. S. Evans, president, Evans Auto 
Loading Company, Detroit, “Semi-Rigidity in Bracing of Heavy 
Freight—Automobile Loading.” 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
April 15-22, inclusive, was 439,371, a decrease of 6,760 cars, as 
compared with the preceding period, according to the car service 
division of the American Railway Association. No _ shortage 
was reported. The surplus was made up as follows: 

Box, 170,253; ventilated box, 1,044; auto and furniture, 29,206; 
total box, 200,503; flat, 9,691; gondola, 95,496; hopper, 87,534; total 
coal, 183,030; coke, 621; S. D. stock, 24,294; D. D. stock, 4,504; re- 
frigerator, 14,743; tank, 555; miscellaneous, 1,430. 

Canadian roads reported a surplus of 36,250 box, 100 fiat, 
1,250 S. D. stock, 700 refrigerator and 15 miscellaneous cars. 


CAR LOADINGS IN FAR WEST 


Based on figures compiled by the American Railway Ass¢- 
ciation, San Francisco, carloadings in California, Arizona, Ne- 
vada and New Mexico, in the first quarter of 1930, amounted 
to 399,475 cars, a decrease of 10.7 per cent, compared with the 
same quarter of 1929, and 5.3 per cent with 1928. The loading 
of lumber in this period was 10,400 cars less than in 1929 and 
11,000 less than in 1928. Perishables decreased 4,600 cars below 
last year and 2,100 below 1928. Miscellaneous carloadings, 
taking in such commodities as automobiles and accessories, 
brick and clay products, cement, dried fruits, iron and steel, 
mineral products, canned foods and sugar, were 29,000 below 
1929 and 10,000 below 1928. Bs 

It is estimated that in the quarter ending June 30, 474,38 
cars will be loaded, or approximately the same as were actually 
loaded in the same period of 1929. On this basis, it is figured, 
that loadings of the first quarter of the year will be exceeded 
the second quarter by more than 75,000, or 18.8 per cent, wit 
automobiles, chemicals, grain and grain products, petroleum 
products and perishables indicating increased loadings. 





WIRE AND WIRE ARTICLES , 
The Commission, in No. 17000, part 6, Hoch-Smith iron os 
steel articles, has further modified its orders so as to pod 
the railroads more time for the filing of their tariffs on oval 
and wire articles from points in New England to destinat 
in central freight association territory. It has authorized a 
carriers to file tariffs on the commodities mentioned, ee 
May 20, as originally ordered, upon 12 days’ notice instea 
the longer notice required originally. 
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Aviation News 


a lili 
AIR TRANSPORT REGULATIONS 


For the purpose of surrounding air lines engaged in the 
scheduled transportation of passengers in interstate commerce 
with all possible safeguards and with a view to providing air 
transportation with virtually the same uniformity of operations 
as is now enjoyed by the major railroads and steamship sys- 
ems, the Department of Commerce has prepared and promul- 
cated a supplement to the air commerce regulations requiring 
the operators of scheduled air passenger transport services in 
interstate commerce to obtain from the Secretary of Commerce 
a certificate of authority to operate such service. 

In making this announcement Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics, said: 


The certificate of authority will be issued only to those operators 
who effect complete compliance with the new regulations and the 
interpretations thereunder. When placed in full operation and effect, 
these regulations, which constitute a standard or code of minimum 
requirements governing the operation of scheduled interstate air pas- 
senger routes, are expected to bring about unprecedented records 
of safety and reliability in this phase of civil aeronautics. 

These regulations are effective at midnight May 15, 1930, and 
on or before July 15, sixty days hence, applications for the certificate 
of authority shall be filed by the operators with the Department of 
Commerce. Upon receipt of the application, the Department of Com- 
merce may issue a temporary letter of authority to operate, pending 
inspection of the route _by Department of Commerce inspectors. 

This action by the Department of Commerce has now become nec- 
essary in order to standardize the various methods of interstate pas- 
senger air transport operation that have developed and will continue 
to develop in the future. It is in furtherance of a comprehensive, 
fundamental program which has been developed under the provisions 
of the air commerce act. Airways are now extensively established, 
satisfactory communications equipment is becoming available and 
the required use of such facilities and aids to air navigation in the 
interest of increasingly safe and reliable operation in a uniform man- 
ner is definitely in order. 

The fundamental principles involved in the requirements have the 
approval and indorsement of a majority of the air transport operators 
n the United States. 


PILOTING BY RADIO BEAMS 


After nearly three years of research, laboratory experiments 
and flight tests by the research division of the aeronautics 
branch of the Department of Commerce the visual radio range 
beacon—a device for guiding pilots along a given course by 
radio beams which are “seen” by the airmen, and which was 
conceived as a promising aid to navigation by the aeronautics 
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branch shortly after its establishment—soon will be installed for 
a series of trials on the federal airway between New York and 
Cleveland to determine its practicability under actual service 
conditions, according to Clarence M. Young, Assistant Secretary 
of Commerce for Aeronautics. 

“The beacon transmitting station,’ Mr. Young said, “will 


‘be located at Bellefonte, Pa., the midway stopping point be- 
*twe@a New York and Cleveland; will send its beams for a dis- 


tance of 125 miles or more toward Cleveland and New York, 
and will serve to guide the pilots who fly the mail over this 
Bellefonte section both day and night. This section is over one 
of the worst pieces of flying terrain in the United States. 

“The beacon will be operated by the airways division of 
the aeronautics branch, which has successfully operated the 
aural type radio range beacons for more than 18 months on this 
particular route and also at various other points throughout the 
United States. The transmitter itself was constructed at the 
Detroit shops of the airways division under supervision of air- 
ways engineers and shortly will be shipped to Bellefonte for 
installation.” 


INTER-LINE AIR TICKETS 


The American Air Transport Association, which represents 
more than 90 per cent of the air transport companies flying air 
mail and passengers on regular schedules has perfected plans 
for exchange of through passenger traffic among the more than 
twenty air lines now operating over the 30,000-mile airway net- 
work. The adoption of the plan by the operators will place air 
transport on a traffic par with train and bus transportation in 
this respect, permitting the booking of passengers through to 
destination regardless of the number of individually owned and 
operated air lines over which the passenger flies. 

Each line will honor standard through line tickets recom- 
mended by the association, which are good, when properly filled 
out, on every line in the country agreeing to the plan. Pre- 
viously each line has sold tickets only over its own system and 
passenger operations have, in consequence, been considerably 
handicapped by the inability of an air traveler to buy tickets 
at the point of departure through to his ultimate destination. 
Under the association’s plan each line will sell air transporta- 
tion to any and all points touched by passenger carrying planes. 

The operation status of aid transport changes from a series 
of local operations to one of nation-wide scope, with inauguration 
of the standard inter-line tickets. 





GROWTH OF AIR MAIL TRAFFIC 


Two years of operations on the New York-Atlanta-Miami 
air mail route were completed on April 30, and the month that 
ended the two-year period was the greatest in the history of 
the line, it is announced. For the first time the poundage 
flown over the route passed the 50,000 mark, and for the third 
consecutive month all previous recordg were broken. 

The first flight was made over a route 760 miles long, with 
one plane flying each way, daily except Sunday and holidays. 
It reached from New York to Atlanta. In the two years that 
have passed the route has grown to a length of 1,572 miles, 
with a frequency of service of six planes a day between Wash- 
ington and New York, four a day between Atlanta and New 
York, two a day between Atlanta and Miami, and two daily 
between Daytona Beach, Orlando, Tampa and St. Petersburg. 
The route now connects with the transcontinental, the Canadian, 
Boston, Atlanta-Chicago, New Orleans and Pan-American serv- 
ices. The daily scheduled mileage has grown from the original 
1,500 to the present daily schedule of 5,120 miles. In 1928 a 
total of 431,563 miles were flown. In 1930, it is expected, a 
total of 1,916,895 miles will be flown, nearly as much as for 
both 1928 and 1929. 


LIGHTING THE AIRWAYS 


The extension program of the Department of Commerce for 
new airways in the next fiscal year covers the lighting of 3,000 
additional miles of airways and the installation of routes for 
day flying on approximately 900 miles, according to the depart- 
ment. The airways program involves an expenditure of $7,944,- 
000, of which approximately two-thirds will be used for the 
maintenance of air navigation facilities already constructed 
along the civil airways. The radio program provides for the 
extension of the radio beacon system by the construction of 33 
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additional radio-range stations and the construction of 20 air- 
ways radio stations for the broadcasting of weather information 
to pilots in flight. 

The 3,000 miles of airways to be lighted will provide a 
southern transcontinental route between New York, Atlanta, 
Fort Worth, El Paso, San Diego and Los Angeles. Lighting 
between New York and Birmingham is already in operation. A 
lighted airway will be installed between Dallas, Little Rock, 
Memphis, Nashville and Louisville, forming an alternate route 
on the southern transcontinental system. An additional air- 
way to the east will be provided by the St. Louis, Indianapolis, 
Columbus, Pittsburgh, Harrisburg, Philadelphia, New York 
airway route, which will also be provided with air navigation 
facilities in the next year. 


METAL-CLAD AIRSHIPS 


Bills authorizing construction of one metal-clad airship 6f 
approximately one hundred (long) tons gross lift, and of a type 
suitable for transport and other purposes for the army air corps, 
at a total cost not to exceed $4,500,000, have been introduced 
in the Senate (S. 4370) by Senator Vandenberg, of Michigan, 
and in the House (H. R. 12199) by Mrs. Kahn, representative 
from California. 

“In order to promote the commercial use of large airships,” 
it is provided, “the Secretary of War is authorized, if military 
considerations permit and if in his judgment the best interests 
of the United States are thus served, to lease said airship to 
private parties for commercial demonstration at any time after 
its compietion and upon such terms and under such conditions 
and restrictions as he may deem to be in the best interests of 
the government.” 


BROWN ON AIR MAIL SERVICE 


“This newest mail service as yet is far from being self- 
supporting,” said Postmaster-General Brown in an address at 
the New York Air Show May 5. 

“The postage which you pay on your air mail letters in 
the aggregate defrays less than half the cost of air transporta- 
tion. The rest is contributed by taxpayers generally, who may 
or may not be patrons of the air mail. But the government’s 
purpose is not merely to provide facilities for the rapid move- 
ment of exceptional mail matter. That is only one objective. 
The more important consideration is to aid commercial avia- 
tion, to stimulate the operation of air lines, which will not 
only carry the mail requiring extraordinary speed but will 
carry express and passengers as well.” 

Mr. Brown pointed to the fact that the federal government 
had adopted a consistently liberal policy to encourage civil 
aeronautics. Congress had appropriated more than $19,000,000 
for mail pay to air transport lines, he explained. Of this sum 
probably not more than $7,000,000 will be returned in air mail 
postage, according to the Postmaster-General. 


TO STUDY CUBA-U. S. MAIL SERVICE 


A cuban committee to study air mail service between Cuba, 
the United States and other American countries has been pro- 
vided for by a recent Presidential decree, according to a report 
received in the Department of Commerce from Assistant Trade 
Commissioner Albert Nufer at Havana. This committee will 
consider “duly all the factors that intervene in the efficient 
execution of this service, taking into consideration both public 
and government interests, and to submit their resolution based 
on a spirit of justice and with a careful consideration of the 
future, and to draw up and submit the necessary regulations 
under which such service should be effected.” 


NEW AIRPORT FOR VANCOUVER 


A new municipal airport at Sea Island, Vancouver, Canada, 
is to be constructed at an estimated cost of $230,000, according 
to a report received in the Department of Commerce from Trade 
Commissioner E. G. Babbitt at Vancouer. 


BIRTHDAY OF HISTORIC FERRY 


The Hoboken Ferry, chartered early in May, 1775—the 
year previous to the signing of the Declaration of Independence 
—is 155 years old this month. It operated between Kings Arms 
Inn, a stopping place on the New Jersey shore where Hoboken 
is now, and Bear Market, at the foot of Vesey street, New 
York. At that time New York boasted a population of about 
22,000. 

Early day ferries were powered by sails or horses working 
treadmill fashion. The first steam ferry boat in the world was 
operated over this route in 1811. 

The company was taken over by the Lackawanna Railroad 
in 1903. Its ferries now operate over four routes between New 
Jersey and New York, the various boats regularly crossing the 
Hudson River some 800 times every twenty-four hours. In 
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1929, they carried approximately 33,000,000 Passengers 
3,100,000 vehicles. ; 


TEXAS SUGAR MEN CRITICAL 


The government barge line, answering the contentions ; 
I. and S. No. 3411, sugar from points in Louisiana to Arkanaa 
via rail-barge-rail routes, of Texas and Louisiana sugar Tefiners 
declares that the mere fact the proposed rates from interio, 
Louisiana refinery points to Arkansas points are to be loon 
than from New Orleans refineries does not show a Violation of 
section 3 of the interstate commerce act. It further conteng; 
that the Texas refiners’ argument amounts to taking the po, 
tion that rail-barge-rail rates should not be established becayy 
not all shippers are in a position to take advantage of the chan. 
nel of transportation via the Mississippi River. 

In respect of the rail-barge-rail rates from interior Louisiana 
refinery points via New Orleans or Baton Rouge to interig 
Arkansas lower than the all-rail rates from New Orleans, thy 
barge line points out that the all-rail rates from the interior 
refinery points are themselves lower than the all-rail rates from 
New Orleans refinery points. The relationship of the rail-barge. 
rail rates from the interior points with the all-rail rates fron 
New Orleans, the barge line asserts, is as favorbale or mor 
favorable to the protesting New Orleans refiners as the all-i 
rates from the interior refinery points to the Arkansas destin:. 
tions. 

“As we understand it,” said the barge line, “their (Texas 
refiners) position fundamentally is that rail-barge-rail rate; 
should not be established from interior Arkansas because Texas 
sugar producing origins are so far removed from the Mississippi 
River that Texas shippers cannot use that channel of trans 
portation. If that theory is to govern the Commission 
in treating with rail-barge-rail rates, it would naturally follov 
that the whole structure of such rates should at once be abl 
ished.” 





and 


BARGE AND RAIL RATES 


Western trunk lines, by E. B. Boyd, in Ex Parte 96, through 
routes and joint rates between the Inland Waterways Corpor 
tion and other common carriers, have petitioned the Commis 
sion to modify its orders in Ex Parte 96 to provide that in the 
establishment of rates under the Commission’s orders, “no 
barge-rail rate or rail-barge-rail rate lower than the rate ap 
plicable for the intermediate rail haul from inland point of 
origin to the port of interchange with the barge line or from 
the port of interchange with the barge line to the inland point 
of destination, need be established.” 

Mr. Boyd said there were many instances where the appli: 
cation of the formula prescribed by the Commission would 
require the publication of lower rates for barge-rai]l hauls than 
were now applicable for intermediate rail hauls from inlani 
points of origin to the ports and from the ports to inland points 
of destination. He said these departures from the fourth set: 
tion were temporarily protected by F. S. O. 10121, “but if this 
petition is denied either permanent relief must be granted by 
the Commission or uncalled for reductions in all rail rates 
between ports of interchange and inland points will be neces 
sary.” 

Instances were cited wherein the rail carriers were It 
quired by the order in Ex Parte 96 to join the barge line in joi! 
rates for hauls varying from 168 to 212 per cent of the rail 
distances between the ports of interchange and the inland points 
and for those much longer hauls to publish rates lower than 
those now applicable for the shorter intermediate rail hauls. — 

“No argument seems necessary to demonstrate the me 
fest unfairness to the rail carriers of this result of the ord! 
which probably was not foreseen by the Commission,” said Mr 
Boyd. 


APPRAISAL OF HOBOKEN PIERS 


Action under the law authorizing the sale of the govert: 
ment-owned piers at Hoboken, N. J., was taken by the —~ 
ping Board May 7 in directing the Merchant Fleet Corporati 
to obtain an appraisal of the property. The appraisal will th 
be submitted to the board, following which proposed forms 
advertisements and specifications in compliance with the terms 
of the act will be formulated. 





NEW JERSEY CANAL OPPOSED 


The Board of Engineers for Rivers and Harbors, won 
General Brown, chief of engineers, have reported to a bay 
adversely on the proposal for a canal connecting New « val. 
with the Delaware River, as a link in the intracoastal Pym 
It was estimated the canal would cost $100,000,000. on 
engineers held that expenditure of money to construct ‘s ed. It 
of suitable proportions would be uneconomical and unjust el 
was estimated that annual maintenance costs would be $/"" 
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OVERSEAS FREIGHT MARKETS 


The Trafic World New York Bureau 


While there have been no advances in full cargo rates in 
the last few days, underlying conditions are stronger than for 
some time and brokers generally say further increases are ex- 
ted. Shipments of grain in berth vessels continue at a fair 
rate. Not many vessels are available for May loading on a full 
cargo basis. Owners seem inclined to await further develop- 
ments rather than accept the low rates now being offered by 
TS erin trade has been marked by some improvement in 
furopean purchases, but this has not yet been sufficient to 
influence rates. Fixtures made indicate a basis of nine cents 
i) Antwerp or Rotterdam and 12 cents to the Mediterranean 
for Montreal loading during May. 

In the coal trade an American steamer has been chartered 
at $3.60 a ton for prompt. loading to the Lower Plate. Addi- 
tional business is being quoted for the second half of June to the 
Lower Plate at $3.40 to $3.60 a ton. Tonnage offerings for 
West Italy and the Adriatic can still be fixed at $2.00 to $2.10 
a ton for May and June loading. 

Interest on the part of West Indies operators has waned 
considerably, though additional inquiries are still in the market 
for sugar vessels from Cuba and Santo Domingo to the United 
Kingdom and Continent at 13s 6d to 15s, depending on the size 
of the ship. 

General merchandise and automobiles are moving slowly. 
Steamship owners report a considerable decrease in shipments 
as compared with a year ago. 

In its review of Pacific ocean freights in April, the charter- 
ing department of the General Steamship Corporation, Ltd., 
says: “Inquiry for lumber to Japan has been a little better, 
May, June and July loading, rates having advanced to about $7, 
around which figure it is possible to fix tonnage. Liners are 
accepting small squares on the basis of $6.25 and large squares 
on the basis of $7.25, for May, June position.” 

April manifested little, if any, improvement in the Pacific 
coast freight and charter market, rates remaining at the same 
low level with little demand for tonnage, with the exception of 
ole or two trades outlined below. Opinion is divided as to 
when a turn for the better will take place, but it can be said 
that there are no immediate signs of general improvement. 
Several foreign vessels that have been laid up on this coast 
for some time in hope of getting better rates have finally fixed 
at prevailing rates of freight for homeward cargoes, which 
emphasizes the fact that owners themselves are not optimistic 
of the immediate future. 


Meetings at San Francisco between members of the United 
States Intercoastal Lumber Conference and representatives of 
the lumber shippers have resulted in an agreement to maintain 
the $11 rate on eastbound lumber until November 1 in hopes of 
stabilizing the market. Contract rates are to become effective 
june 1 and a new noncontract rate of $13 is to become effective 
after July 1. The latter rate is subject to change, however. 


The Kawasaki Line has joined the Transpacific Freight 
Bureau and this action is expected to result in early betterment 
of rates from the Orient to the Pacific coast. Since the line 
dropped out of the conference, rates have been cut on nearly all 
commedities moving from the Orient. This has been especially 
ie of silk, though the cut in rates on the latter has been 
wscribed to the attitude of the States Line. The “K” Line is 
patting three sailings a month between Oriental ports and 

set Sound, San Francisco and Los Angeles. 


a regulations regarding consular fees for viseing Cuban bills 
ot are modified by Circular 358 of the Cuban State De- 
ton 9 the Consul General in New York announces. In addi- 
t 0 the payment of $1 for each consular invoice in excess of 
& covered by the bill of lading, it is now required that, when- 
a t there are more than one seller and one buyer shown by 
® Commercial invoices, the fees for the fisa of the bill of 
ulle® shall be as many dollars as the number of buyers and 
there that have participated in the transaction. It is required, 
in a that the declaration stamped on bills of lading shall 
vheag the number of consular invoices and commercial in- 
covered by the bill and the number of sellers and buyers 

vill a Participated in the shipment. The Cuban customs 
“p ct twice the amount of the consular fees in cases where 
Trect payment is not made at the consulate. 





Failure of the Matson Navigation Company to submit a bid 
for the mail contract for the San Francisco-Manila direct service 
is explained by a statement issued by the company announcing 
its decision to concentrate its attention for the present om the 
Hawaiian, South Sea, and Australian trades in which it has 
been engaged for many years and for which it has undertaken 
to build several express vessels costing in all more than $16,- 
000,000. The Dollar Line also has indicated that it will continue 
its monthly California-Manila-Singapore service. Failure of both 
companies to bid for the San Francisco-Manila mail contract has 
given rise to rumors of some sort of understanding between 
them. This possibility is especially interesting in view of the 
negotiations which have been in progress between the Dollar 
and American-Hawaiian interests. 

G. Konovetz, vice-president of the Amtorg Trading Corpora- 
tion, is reported to have conferred with the Dollar interests in 
San Francisco recently in regard to an arrangement for ship- 
ments of Russian goods purchased in this country via the Ameri- 
can Mail Line from Seattle to Vladivostok. It is anticipated 
that a direct service between Seattle and Vladivostok would 
develop a large volume of passenger traffic as well as a heavy 
movement of canned salmon from Vladivostok to the United 
Kingdom and Continent via Seattle. 

Contract has been awarded by the Canadian Government to 
the Elder Dempster Line for the operation of a new direct 
steamship service from Eastern ports of Canada to the Medi- 
terranean, Egypt, Palestine and East Africa. The company will 
receive a subsidy of $165,000 yearly to start with. The contract 
is for one year with privilege of renewal. The first sailings will 
be made in the next few weeks from Montreal and Quebec. In 
the winter the Canadian ports will be St. John and Halifax. 
The Mediterranean and East African ports of call will be Malta, 
one port in Palestine, Alexandria, Port Said, Suez, Aden, Mon- 
basa, Tanga, Zanzibar and Dar-es-Salaam. 

Entry of the Quaker Line into the eastbound intercoastal 
general cargo trade from Portland, Seattle, San Francisco, and 
Los Angeles to New York and Philadelphia, effective with the 
sailing of the steamer San Felipe from San Francisco on Wednes- 
day, June 4, and from Los Angeles two days later, was an- 
nounced by the Dawnic Steamship Corporation, general repre- 
sentative of the service in this city. 

The new eastbound service is to be on a weekly basis with 
sailings from San Francisco every Wednesday and from Los 
Angeles every Friday. The lumber trade from the North Pacific 
ports will be served as heretofore and in addition the line will 
offer regular and dependable general cargo service as required. 
Sailings will be made from Portland every Saturday. The run 
from that port to New York will be made in twenty-seven days, 
from San Francisco in twenty-four days and from Los Angeles 
in twenty-two days. 

Docking of the motorship I. L. I. 103 of the Erie & St. 
Lawrence Corporation at the Ford Motor Co.’s plant at Green 
Island, Troy, on Monday, with a cargo of 1,550 tons of steel 
from the Ford plant at River Rouge, near Detroit, is expected 
to be the beginning of a regular service between the Ford 
plants via the State Barge Canal. The trip from Detroit to 
Green Island was made in five and a half days, which represents 
a saving in time of more than a month as compared with the 
St. Lawrence route, Captain McFadden said. Three of the com- 
pany’s boats operated on the St. Lawrence route last year, car- 
rying steel and iron products from Chicago and Milwaukee to 
New York and Philadelphia and sugar on the return trip. Under 
the Ford contract the boats will deliver steel at Green Island 
from Detroit every ten days and then go to New York or Phil- 
adelphia to pick up sugar and other commodities for the return 
voyage through the canal and lakes. 

Regular monthly service between Philadelphia and the River 
Plate ports is to be started by the Furness Prince Line with 
the sailing of the Sardinian Prince on May 9, followed by the 
Brazillian Prince on June 4 for Montevideo and Buenos Aires. 
The run from Philadelphia to the River Plate will be made 
in about 32 days, the vessels sailing from New York about one 
week after loading at Philadelphia. Northbound the vessels will 
call first at Boston then New York and then Philadelphia. 

Seasonal calls of the French Line vessels at Central Ameri- 
can ports will be discontinued after the sailing of the Wyoming 
from San Francisco on May 12 and will not be resumed until 
late in December, when the new coffee crop will become avail- 
able. With five of the new combination passenger and cargo 
vessels already on the run, and with six additional vessels now 
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in the course of construction, the French Line will give express 
service in the coming fruit season from the Pacific coast to 
France. Time in transit from California to Havre will be 24-25 
days. 


CANAL TOLL LEGISLATION 


The Trafic World Washington Bureau 


That American steamship interests are opposed to enact- 
ment of H. R. 10583, a bill to provide for the method of measure- 
ment of vessels using the Panama Canal, passed recently by 
the House, was revealed this week in hearings before a sub- 
committee of the Senate commerce committee. (See Traffic 
World, March 22, p. 785.) 

According to the explanation made in the House, the bill 
would establish a single system of measurement of vessels 
passing through the canal under Panama Canal rules. It was 
stated that a slight increase in charges probably would result, 
but that “as to tolls paid by individual ships this measure will 
make comparatively little change” It was further stated if 
the bill had been in effect in 1929 (fiscal year) the additional 
total collection would have amounted to $863,057.69, of which 
United States vessels would have paid $171,902.30. 

Steamship men charged before the committee that the effect 
of the bill would be to vest in the hands of the canal authorities 
absolute discretion as to the tolls to be charged, and that the 
legislation would adversely affect American shipping through 
the canal, and impose an additional burden on the ships. One 
company, it was contended, under the legislation, would have 
paid an additional amount of about $150,000 in the last fiscal 
year. 

Witnesses appearing in opposition to the bill included 
Theodore Brent, president of the Redwood Line, Inc., H. A. 
McCarthy, of the Panama Pacific Steamship Co., Edwin H. Duff, 
speaking for the McCormick Steamship Co., R. R. Adams, of 
the Grace Lines; O. E. Ridgely, of the Luckenbach Steamship 
Co., H. O. Becker, of the Dimon Steamship Corporation, and 
Logan Cressap, of the Isthmian Steamship Corporation. State- 
ments in opposition to the bill were filed by R. J. Baker for the 
American Steamship Owners’ Association, and R. F. Clere for 
the New Orleans Board of Trade. 


NO STEAMSHIP CONSOLIDATION 


Roger D. Lapham, president of the American-Hawaiian 
Steamship Company, with reference to the talked-of merger of 
the Dollar Steamship Lines, Ltd., and the American-Hawaiian 
Steamship Company, says: 

“Certain directors of the two companies have, as individuals, 
endeavored to find a basis of consolidation which they could 
recommend to their respective stockholders for acceptance. 
Not having been able to agree on any plan satisfactory to both 
interests, negotiations have been definitely discontinued. 


PORT FIGHT ARGUMENTS 
The Traffic World Washington Bureau 


Eastern cities and eastern railroads treated the case 
created by fourth section application No. 2040, filed by the north 
and south lines for relief on export and import rates (see 
Traffic World May 3), as one almost wholly between ports, while 
the north and south lines insisted that it was not a port differen- 
tial proposition, but wholly a request by them for permission 
to disregard the fourth section, in respect of certain sorts of 
traffic, so that they might make a bid for traffic over their rails 
to points in Europe and Africa over routes much longer than 
the routes through the north Atlantic ports. They admitted 
that they might be in difficulties if the Commission allowed 
such departures and the east and west lines refused to join them 
in rates such as they desired to make. But they said that 
some of the lines in central territory would join in such rates 
and suggested that the other lines, on account of competition, 
might be constrained to join in the rates. 

The eastern lines and eastern cities said that they were 
willing to join in a scheme of rates from Chicago to New 
Orleans the same as the rates from Chicago to New York with 
a grading of the rates on a percentage basis such as was used 
in grading the New York-Chicago rates at intermediate points. 
The north and south lines pointed out that intermediate points 
were making no objections to their request. They said that 
the objections came from the eastern lines and eastern cities 
which, naturally enough, desired to handle the whole of the 
traffic between central territory and Europe and Africa by means 
of their facilities. But they suggested that north and south lines 
and southern ports were entitled at least to make a trial for 
some of the traffic although they said their chances of obtain- 
ing any would be small in as much as the proposed basis would 
not be, generally as favorable as the basis that had been in 
effect before and since the world war. In closing their argu- 
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ments the north and south lines said they had no hope of 
getting any traffic from group A, that is, the group east of Pe 
proposed line from Chicago to Cincinnati via Indianapolis ” 
Representations were made specifically for only two co 
modities, ferro manganese and corkboard, ferro-manganese ‘ ' 
terests at Chicago Heights, Ill., being in favor of the proposed 
fourth section relief and corkboard manufacturers on the Coast 
being opposed to it. ° 
The Munson Steamship Line and the Florida East Coast 
had an argument about the adjustment on traffic to and from 
Cuba. The steamship line argued that the basis desireq 4, 
the railroad was entirely too low and that the proper bagi: 
would be rail rates to Cuba higher than via the water line by 
the amount produced by the formula used in making jate. 
where there was competition between rail and water routes _ 


GALVESTON PORT CASE 


Attorneys for the New Orleans Joint Traffic Bureau, Boarj 
of Trade of Kansas City, Mo., Grain Dealers Association of Oxia. 
homa, Oklahoma Millers Association, St. Joseph Grain Exchange 
Omaha Grain Exchange, Atchison Board of Trade, Terrell Cham. 
ber of Commerce and the Monroe Traffic Bureau, interveners jp 
equity No. 186, Texas & Pacific vs. United States and equity 
No. 187, Louisiana & Arkansas vs. United States, in the argu. 
ment at New Orleans (see Traffic World, May 3, p. 1196). 
asserted that the order of the Commission was designed pri. 
marily to equalize commercial advantages of the port of New 
Orleans and to offset disadvantages of Galveston and not to cure 
violations of the interstate commerce act in so far as trans. 
portation conditions were concerned. They contended that the 
various orders issued by the Commission in the Galveston 
Commercial Association vs. G. H. & S. A., 160 I. C. C. 349, and 
earlier reports were therefore void and should be enjoined by 
the court. 

Further they declared that the orders should be enjoined 
because they sought to regulate commercial and economic con- 
ditions, rather than transportation services and charges. They 
said that the orders were arbitrary as shown by the fact that 
the Commission applied a rule in this case, involving the third 
section, less favorable than that which it used on the same 
commodities under the fourth section; that they were based 
upon no transportation conditions other than a difference in 
mileage for the inland transportation to the competing ports: 
and that there was no evidence to show either that the equalized 
rate structure in and of itself unduly preferred New Orleans or 
that the equalized rate structure unduly prejudiced the Texas 
port. These allegations were in addition to the allegation that 
the Texas & Pacific and the Louisiana & Arkansas did not serve 
Galveston or have any voice in the making of the rates to that 
port. 


SALE OF NORTH ATLANTIC LINES 


The Shipping Board has resumed active consideration of 
the proposed sale of the American Diamond and America France 
lines. The interdepartmental committee on ocean mail col- 
tracts is understood to have withdrawn its request that the board 
withhold a decision on bids for the lines. Bidders include the 
United States Lines, Inc., the Black Diamond Steamship Com- 
pany, operator of the American Diamond Line, and the Cos 
mopolitan Steamship Company, operator of the America France 
Line. 


SHIP LOAN INTEREST BILL 


Objection by Senator Blease, of South Carolina, prevented 
action in the Senate, May 7, on H. R. 7998, the bill to amend 
the Jones-White merchant marine act of 1928 so as to provide 
for a minimum interest charge of 3% per cent on loans from 
the merchant marine ship construction fund and to provide for 
application of the lowest rate of interest on loans in the period 
ships are being constructed. Senator Steiwer, of Oregon, did 
not object to the bill, but urged that the legislation should take 
cognizance of the fact that loans had been made on a different 
basis than provided in the bill and that to increase the interest 
rates on them would be almost bad faith on the part of the 
government. 


N. Y. LIGHTERAGE CONSOLIDATION 


It is announced that Reginald G. Narelle, president of ’ 
Atlantic Lighterage Corporation and its affiliated and associate 
companies, has acquired the controlling interest in ge 
Liighterage Corporation and Marine Equipment Corporation, ° 
New York, and has at the same time purchased the busines 
good-will, and all the plant and floating equipment of L. Boyers 
Sons’ Company and Boyer Lighterage Company. . 

It is understood that this action is the first step tow . 
effecting a consolidation of the above companies with the © 
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vay 10,1980“ The Traffic World 
ations NOW controlled by Mr. Narelle and ‘his associates. pany in connection with rates on cast iron pipe, covering ship- 

por group now controls the following: Atlantic Lighterage ments from the United States to Manila, P. I. 

a everetien., Atlantic Oil Transit Corporation, New York Marine The complaint alleged that the rate charged on five ship- 


company, Grain Lighterage Corporation, Grain Transit Com- 
any. The group is also interested in Seaboard-Great Lakes 
corporation and Federal Motor-Ship Corporation. The latter 
companies are engaged in Great Lakes and barge canal opera- 
aor his acquisition of two of the oldest and largest lighter- 
age companies in New York harbor, Mr. Narelle’s companies 
assume & dominant position in harbor, canal and lake trans- 
ion. 

-—" operations of the several companies, it is stated, will 
be coordinated and consolidated with the main office at 17 
pattery Place, New York. The following executive staff is an- 
nounced, the appointments becoming effective immediately: 
peginald G. Narelle, president; A. H. Hastorf, Jr., operating 
vice-president; F. X. Clarke, treasurer; George G. Roddy, traffic 
vice-president; R. L. Boyer, vice-president; W. J. Evans, assist- 
ant vice-president;.C. H. Treganza, vice-president, Seaboard- 
Great Lakes Corporation. 


OCEAN RATES ON WOOD PULP 


The Bureau of Regulation of the Shipping Board has taken 
up informally with several carriers engaged in the Scandinavian 
wood pulp trade a protest made by G. W. Edmonds, of the Port 
of Philadelphia Ocean Traffic Bureau, to the effect that Balti- 
more is preferred and Philadelphia is prejudiced in the matter 
of rates on wood pulp to those ports. 


LOAD LINE CONFERENCE 


Congress has passed H. J. Res. 305, providing for the par- 
ticipation by the United States in the international conference 
on load lines to be held in London beginning May 20. The 
resolution authorizes the appropriation of $20,000 or so much 
thereof as may be necessary for expenses. Uniformity in load 
line regulations is the objective of the conference. 


PANAMA CANAL TRAFFIC 


In April, 489 commercial vessels transited the Panama 
Canal and tolls thereon of $2,232,763 were collected, according 
to a report received by the War Department from Governor 
Burgess. 

For the six months ended with April tolls collections 
amounted to $13,538,289.54, as compared with $14,008,696.01 for 
the corresponding period of 1928-29. The number of commercial 
transits in the six months ended with April was 3,073, as 
compared with 3,307 in the 1928-29 period. 


SEAMEN’S WAGES 


Hearings on H. R. 6789, a bill to amend the seamen’s act 
0 permit ship masters to refuse the demands of seamen for 
payment of one-half the wages earned at each port of loading 
or discharging cargo when the master feels that to accede to 
demands for pay will adversely affect the safety of the vessel 
and cargo, the preservation of discipline or tend to delay the 
departure of the ship, were held this week by the House com- 
mittee on merchant marine and fisheries. Representative 
Free, of California, who introduced the bill, said it had the 
support of the Department of Commerce, Department of State 
and the Shipping Board. Witnesses for American steamship 
owners appeared in support of the bill. 


OCEAN AGREEMENTS 


The following modifications of ocean a 
i greements were ap- 
Proved by the Shipping Board May 7: 


throwugkenbach S. S. Co. and Mallory S. S. Co.: The agreement covers 
ports “of ——s of canned goods and dried fruit from Pacific Coast 
New Guieen of Luckenbach to Tampa, Fla., with transhipment at 
12, 1930 Th, This agreement was approved by the board February 
rate of 65 € purpose of the modification is to change the agreed 
100 pounds yy per 100 pounds on canned goods to 58% cents per 
St forth in tue portionment of the through rate to be the same as 
One in the original agreement. 
lean games rates: The Transatlantic Passenger Conference 
betean i which is here modified covers transportation of passengers 
the cowl uropean ports and the United States and was approved by 
% per os Fa ae 16, 1930. The modification provides for reduction of 
eedon nt in one-way or round-trip passenger fares during the off- 
welations wee to actual competitors, officials of amateur athletic as- 
an membon wbying official positions and accompanying the teams 
with on of the International Olympic Committee in connection 
1939. € Olympic games to be held at Los Angeles and Lake Placid in 


PIPE TO MANILA 
bey Shipping Board has dismissed a complaint filed by the 
Inter. States Pipe and Foundry Company against the Tampa 
' cean Steamship Company and the Kerr Steamship Com- 


Uni 





ments of cast iron pipe from ports in the United States to 
Manila was unjust and unreasonable in violation of section 
18 of the shipping act. Under the method of measurement 
employed by the respondents a greater charge was obtained 
than if the freight were calculated on the weight basis. It was 
the contention of the complainant that the particular method 
of measurement employed was improper and that because of 
this fact the rate charged was unjust and unreasonable. 

The respondents in defense asserted that their measure- 
ments were in accordance with the general practice of ocean 
carriers, that the complainant in no respect demonstrated ship’s 
space actually used by the pipe shipments involved was any 
less than the amount of space charged for, and that complainant 
adduced nothing which in fact substantiated its allegation of 
unjustness and unreasonableness. 


FOURTH SECTION BILL HEARING 


Hearings on Senator Pittman’s fourth section bill (S. 563) 
will begin Monday, May 12, at 2 o’clock, before the subcommittee 
of the Senate interstate commerce committee having charge of 
the bill. The bill would amend paragraph (1) of section 4 of 
the interstate commerce act by inserting at the end of the 
first proviso and before the semicolon the words “or on account 
of water competition through the Panama Canal.” 


BUS REGULATION BILL 


The Trafic World Washington Burcau 


The Parker-Couzens motor bus regulation bill (H. R. 10288) 
has lost its preferred status on the legislative program of the 
Republican steering committee of the Senate. The bill recently 
was scheduled for consideration, but has now been dropped, 
according to Senator Vandenberg, of the steering committee. If 
that decision is not changed, there is little probability of the 
measure being considered at this session of Congress. The 
decision to eliminate the bill from the legislative program for 
this session resulted from classification of it as being of such a 
controversial nature that it could not be disposed of in a reason- 
ably short period of time. 

The bill in its present form is not satisfactory to the bus 
operators, the state commissions, or the railroads. These groups 


‘have urged enactment of bus regulation legislation, but it is 


believed that there is no question but that members of each of 
the groups probably would prefer to have no legislation rather 
than the bill as reported by the Senate committee. 

If not acted on at this session, the bill will remain “alive” 
throughout the short session that will begin in December. Short 
sessions of Congress, as a general rule, however, are not produc- 
tive of much major legislation, other than appropriation bills 
and measures that must be passed; therefore, if the bill goes 
over to the short session, it will face the possibility of “dying” 
at the end of that session for want of action. 

Amendments to the bill have been proposed by Senators 
Glenn, of Illinois, and Brotton, of New Mexico. The amendments 
have been printed and will be offered when the bill is taken 
up in the Senate. 

One of the amendments proposed by Senator Glenn would 
strike out the language in the bill as reported to the Senate 
forbidding approval by the Commission of any consolidation, 
merger, or acquisition of control “if one or more of the corpo- 
rations involved is engaged, directly or indirectly, in the trans- 
portation of persons by railroad.” This part of the bill has been 
construed as striking at railroad-motor bus operations. 

Another amendment proposed by Senator Glenn relates to 
competition. Paragraph (f) of section 5 of the bill as reported 
to the Senate has been construed as requiring, in effect, two 
bus lines on every highway route. The Glenn amendment pro- 
vides that absence of adequate service shall be sufficient evi- 
dence that public convenience and necessity will be served by 
another applicant. In other words, where adequate service is 
in existence, the Commission would not be compelled to grant 
another certificate. 

It is also proposed by Senator Glenn to amend paragraph (e) 
of section 11 of the bill to eliminate as elements not to be 
considered in determining the justness or reasonableness of any 
rate, fare or charge, “good will, earning power, going value.” 

The amendments proposed by Senator Bratton are designed 
to protect the public in its use of busses. 





MO. PAC. BUS-RAIL SERVICE 


Motor coach-rail service from Monterrey, in northern Mexico, 
and south Texas points to St. Louis, Memphis, and thence, 
via connecting bus lines, to large cities in the United States 
was begun May 3 by the Missouri Pacific Transportation Com- 
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pany, a subsidiary of the Missouri Pacific Lines, it is an- 
nounced by P. J. Neff, vice-president of the former transporta- 
tion system. The service, will be operated the entire distance 
with a fare equal to exjsting bus rates. It was started for the 
purpose of providing a taster and cheaper means of transporta- 
tion between northern Mexico and the middle west and to 
meet bus competition. This was made possible by the purchase 
of the Bee Line Coach Company, operated between Palestine and 
Texarkana, authorized by the Texas Railroad Commission April 
26. 

The new service will involve the transportation of pas- 
sengers from Monterrey to Laredo, Texas, at the Mexican-U. S. 
international border by the National Railways of Mexico; thence 
via Missouri Pacific Lines to Palestine, Texas. Similar service 
is also announced from Brownsville, Corpus Christi, and Houston 
by rail to Palestine, Tex. Here passengers will transfer to 
motor coach service operated by the Missouri Pacific Transporta- 
tion Company to St. Louis, Memphis and all points in the north 
and east. 

The fare on the new motor coach-rail “hook up” will be 
equavalent to bus rates for the entire distance and will be 
considerably faster than any all-bus facilities between the two 
districts, it is stated. 

The same rates and service apply southbound, passengers 
being transferred from motor coaches to trains at Palestine 
for a continuance of their trip. 


INTERNATIONAL ROAD CONGRESS 


Already 27 countries have accepted invitations to participate 
in the Sixth International Road Congress to be held in Wash- 
ington next October and approximately that many more accept- 
ances are expected to come in in the next six or eight weeks, 
according to Thomas H. MacDonald, secretary-general of the 
American Organizing Commission. Invitations were sent out 
last January by the State Department to a total of 58 countries. 

The congress will be divided into two sections, one dealing 
with construction and maintenance of highways, the other with 
traffic and administration. Each section has been allotted three 
questions for discussion. Under construction and maintenance 
the questions to be discussed are: Results obtained by use of 
cement, bricks or other artificial paving; the use of tar, bitumen 
and asphalt in road construction; and the construction of roads 
in new countries, such as colonies and undeveloped regions. 
Questions to be discussed by the second section are: Ways 
and means of financing highways; coordination of highway trans- 
port with other forms of communication; and traffic regulation 
in Bae cities and their suburbs and parking and garaging of 
vehicles. 


EXPRESS HIGHWAY SYSTEM 


The Senate has passed S. J. Res. 58, creating a commission 
to study proposals for a national system of express motorways. 
(See Traffic World, May 3, p. 1185.) The measure was sent 
to the House for consideration. A similar measure is pending 
there. 


MOTOR VEHICLE ACCIDENTS 


“An unprecedented increase in motor vehicle fatalities over- 
balanced decreases in all other walks of life last year and 
America’s accidental death toll rose to a new high total of 
97,000,” says the National Safety Council. “The private 
automobile driver és responsible for most of this increase and 
he must be curbed before definite reduction can be realized in 
the national accident picture.” 

The 1929 total for all accidents has just been made public 
by the National Safety Council on completion of its accident 
analysis for .the. past year. The accident fatalities for 1928 
were 95,086. 

While total fatalities were ificreasing slightly less than 
2,000, automobile casualties alone reached 31,000, an increase of 
3,000 over the previous year. 

There was little change in the railroad-automobile fatalities 
in 1929 and there was an improvement in the accident situation 
among commercial vehicle drivers. A large part of the increase, 
therefore, is charged directly to careless owners of private 
automobiles. 

In the course of a recent survey by the National Safety 
Council inquiries were sent to all governors, the mayor of every 
large city, and numerous other officials and civic leaders asking 
their opinions as to the reason for increases or decreases in 
last year’s experience, and personal studies were made in 
twelve leading cities. This survey brings out some iriteresting 
facts: 

The states that have strong drivers’ licenses continue to 
make better records, in relation to their own past experience, 
than the non-licensed states. 

Speed is a major consideration in the opinion of quite a 


The Traffic World 








Vol. XLV, No. 13 


number of the state and city officials and other experts, | 
toxication is partly responsible for the “obsession to gy, os 
cording to the reports. -Inadequate enforcement ig bjan, 
y many authorities. ed 
Reports from two cities that enjoyed decreases jp thei 
fatalities are interesting. Robert S. Brooks, Director of Street 
and Sewers of St. Louis, calls attention to the effective schoal 
work that is being done, the organization of school Patrols anj 
a consistent policy of strict enforcement on the part of th 
police. D. V. Nicholson, Assistant Secretary of the Calitorni 
State Automobile Association, says the good record of g,, 
Francisco is due to scientific traffic studies, splendid seho9) 
safety organization work, a continuous state-wide campaign 
of education by the press and radio stations and service clubs 
and more adequate enforcement by the police department | 
“There is one hopeful sign brought out in the analysis 4 
the accident experience for 1929,” says the Council. “It y, 
could ignore the annual toll from motor vehicle accidents, 9 
national experience would show that the national death rat 
from all other accidents has been reduced more than 30 per cep 
since 1913.” 


TIME FOR FEDERAL REGULATION 


(From The Traffic Manager, published at the Portland, Ore., Industria) 
Traffic Club) 


We are told that competition is the life of trade. Thi 
may be true when competition is carried on by means fair 
to both sides. What about unfair competition when one sii 
has but half a chance to win? Competition is the fight for 
life, and when competition exists each side begins to fight 
with all available methods which offer equal chance to win, 
The end is always the same, either the weaker side is crushed 
or given an opportunity to join the victor and continue under 
his protection. 

Rate wars do ndt result from fair competition. They make 
their appearance too frequently to forget past results. Always 
appear from abuses, unfair methods, avariciousness and the 
desire to dominate. Since they are no different from other 
wars, they are fought by using all available methods. Neither 
side expects defeat until all means have been employed and 
harmony is not restored until after many useful dollars have 
been wasted, regular trade conditions disturbed and the com 
munity thrown into a state of excitement. 

We sympathize with the monstrous rail line when indulgix 
in a rate war with an unregulated truck line in its effort to 
regain its interstate traffic. The rail line must make appli 
cation to a regulating body, advertise its plan of campaig 
thirty days prior to going into action. Meanwhile its com- 
petitor is secretly preparing for the battle and can strike with- 
out giving notice to anyone. 

Interstate traffic is the same whether transported by rail 
highway or air. What right has Congress to regulate a mil 
line when it permits a competing truck line to operate unregi- 
lated? If regulation is good for the rail line operating over 
its private right-of-way it is better for an unregulated truck 
line operating over a public highway. Rate wars are getting 
monotonous, if not worse. 


TRANSMISSION OF INTELLIGENCE 


Senator Barkley, of Kentucky, has introduced S. 4352, 4 bill 
to amend paragraph (4) of section 1 and paragraph (3) of se 
tion 3 of the interstate commerce act by including therein ci 
riers engaged in the transmission of intelligence. These pat 
graphs relate to the furnishing of service at just and reasonable 
rates, establishment of through routes and interchange of . 


The Traffic World may be found on sale at the following " 
Chicago—The Traffic World, 418 South Market 
Chicago—Postoffice News Co., 37 West Monroe § 
Washington—Traffic Service Corporation, Mills 

ing, 17th and Pennsylvania. 
Washington—New Willard Hotel News Stand. ” 
New York—Hotaling’s News Stand, 308 W. 40th St 

The Traffic World may be read on the following trains: Wins! 

Great Northern Railroad—Oriental Limited and 
peg Limited. " 
Lehigh Valley Railroad—Chicagoan, New Yor "a 
high Limited, Philadelphian, and Philadelphia- 
York Express. 


You may either write or wire our Washington of 
for information concerning matters in any depart 
of the government there, if you are a subscriber 
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EEK after week, for two suc- 
cessive months, these famous 
‘limiteds of the Freight Service” 
have kept their scheduled arrival 
hours to the dot. 


The Arrow and the Star Union 
be fete, bearing perishable merchan- 
trafic. mdse from Seaboard cities to Detroit 
ind Chicago respectively, and The 
seed Dividend speeding swiftly from 
ret ME Vikkes-Barre to Pittsburgh have 
Built thus won still greater confidence 
‘tom shippers and consignees alike. 












Street. ‘ ' , 
Pennsylvania freight trains— 


hauling all classes of freight and 


“le ving directly 8 out of 10 of the 

oNet BE Agest cities in the country—are 
operated with a regularity and on 

offiet 

ment 

er (0 


time dependability which have 
helped to solve the two problems of 
greatest importance to Industrial 
Trafic Managers throughout the 
country. 


1. Will the shipment arrive on 
time?... High on time records, fre- 
quently repeated, give assurance 
that shipments will get there as 
scheduled. 


2. Where—at any given time— 
is the shipment? ... By a system of 
“passing reports,” the location of 
any shipment can be readily ascer- 
tained so that it may—if desirable 
—be diverted in transit to more 
profitable markets. 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 


... on time L1OO% 


=— for two successive months 


{ UP TO DATE OF GOING TO PRESS } 


Here are six more of the Pennsylvania 
‘*Limiteds of the Freight Service’”’ whose 
high on time records — repeated month 
after month— have made them the fa- 
vorites of Industrial Trafic Managers: 


SPARK PLUG 
Live Stock— Perishable 
Cincinnati to Pittsburgh and 
Seaboard Cities 


THE ACCELERATOR 
Merchandise 
Toledo to Pittsburgh 


UNCLE REMUS 


Perishable Freight 
(From Southern States) 
Washington to Boston 


THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 


THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein — Ifa 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 





Liability of Carriers Without Hire 


Massachusetts.—Question: It has become a common prac- 
tice for steamship passengers to receive gifts from their friends., 
These gifts are usually ordered from reputable concerns, who 
aré instructed to arrange for delivery to the passenger on the 
steamer. The steamship companies require these packages to 
be delivered to the purser or some other employe, who takes 
charge and later effects the delivery. .We are frequently re- 
quired to forward a claim. bill to the respective steamship lines 
covering loss or damage to some particular shipment. We are 
now in a controversy with a steamship company who, while 
claiming no liabilities as they do not obtain any revenue for 
handling these packages are, however, willing to settle claims 
in amount not over five dollars. ‘ 

Can you cite for us any particular case at law which covers 
this particular subject? It seems to us that the passengers 
have certain rights and that the steamship companies are re- 
quired to make delivery in good order, otherwise, be liable for 
the losses. 

Answer: Bailees of goods for carriage are of three kinds, 
viz.: Carriers without hire or reward, private carriers for hire, 
reward nor other private carriers are, as to their responsibility, 
and common or public carriers for hire. Neither carriers without 
in any wise distinguishable from other ordinary bailees. Com- 
mon carriers, however, in company with innkeepers, are ex- 
ceptions in many respects in the government of the general 
law, being bailees upon whom it imposes extraordinary liabili- 
ties. 

All carriers without hire may be said to be private carriers. 
It is true that one engaged in the business of a common carrier 
may carry the goods of another if he chooses without com- 
pensation, as a mere matter of gratuity, but in doing so he 
becomes, as to the particular goods, a private carrier; for the 
law will not subject even the common carrier to the extraor- 
dinary responsibilities of that vocation unless he has been paid 
for the service he undertakes, or has a right to his hire, either 
by express or implied contract. If, therefore, he has accepted 
the goods to be carried without charge from motives of friend- 
ship or.charity, or from any consideration which the law does 
not regard in the light of pecuniary or valuable compensation, 
he becomes responsible for the safety only in the character of 
an ordinary unpaid bailee, known to the law of bailments as 
a mandatory. 

An agreement by a railroad company, after carrying goods 
safely to their destination, to transfer them to another carrier 
for more convenient delivery to the consignee, is a mere nudem 
pactum, yet if it enters upon the performance of the agreement, 
but performs it so negligently that the goods are thereby lost, 
the company is liable. Melbourn vs. R. R., 88 Ala. 443. 

The test of the liability in such cases is, therefore, the 
gross negligence of the bailee, and this is to be determined, 
not by any definite or fixed rule, but by the application of the 
facts of each case, of the knowledge derived from common 
experience and observation in the affairs of life which may 
be called the common sense of mankind. Preliminary, how- 
ever, to the question of negligence, it must be ascertained 
whether the bailment was in fact accepted as a mere gratuity, 
or the service undertaken under such circumstances as preclude 
the carrier from the right to set up a claim for compensation. 
Thus, where a package of money was delivered for carriage to 
the clerk of a. steamboat, and the proof was that at the time 
nothing was said about compensation for the carriage, and that 
it was not usual for boats engaged in that trade to charge for 
carrying such packages, it was contended on behalf of the de- 
fendant that the bailment was a mere mandate and that, there- 
fore, he was bound to only ordinary diligence; but it was held 
that, no express agreement having been made as to the com- 
pensation, the carrier was entitled to it if it chose to demand it, 
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and that he was, therefore, a common carrier of t 
for hire, and was bound as such, and not as a Carrier With, 
hire. Kirtland vs. Montgomery, 1 Swan 452. So it can qo 
no difference what the intentions of the carrier were, jf re 
intentions have not been communicated to the bailor in 7 
a manner as to induce him to conclude that no compensati 
will be charged, or so as to influence his conduct in the oie 

It is evident, that, when the question is whether Seen 
carriers have performed the service gratuitously in q particu: 
instance, the presumption will be that it was done upon the 
usual terms as to compensation, and not as a mere gratuity 
especially if the goods be of the kind which they are in the 
habit of carrying. But in bailments of persons not go employe 
the presumption would ordinarily be the other way, unless fron 
all the circumstances it appeared that the bailee was to be aii 

Sometimes, also, the consideration for the carriage consis, 
not in a direct compensation to the carrier for the transpon,, 
tion, but in some incidental or consequential advantage, whie 
he derives or expects to accrue to him from the carriage, ap; 
if this be the inducement to his performance, he will not 4, 
allowed to rely upon the defense, when the goods have beer 
lost by his negligence, that he was a mandatory in the carriag 
even when his agreement was in terms that nothing should 
charged for it. : 

Based upon the above statement of the law, it would appear 
that the steamship company in the instant case is liable a8 & 
common Carrier for loss or damage to gifts which it undertake 
to deliver to passengers on board its steamships. Under it 
liability as a common carrier it is liable for any loss or dap. 
age except that resulting from an act of God, the public enemy 
or one of the other accepted causes. ; 
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Tariff Interpretation—Application of Intermediate Rule 


Minnesota.—Question: Kindly give me your opinion regari. 
ing the following: 

Prior to the revision in Southern Class Rate Investigation, 
I. C. C. Docket No. 13694, rates on potatoes from Cincinnati, 0, 
to Aville and Bville, were on the class basis, and were les 
than the commodity rates to Cville and Dville, N. C. Effective 
January 15, 1928, the class rates to Aville and Bville, wer 
increased, which had the effect of making the rates from (in 
cinnati to these points, on potatoes, higher than the published 
commodity rates to Cville and Dville. 

The tariff contains the following clause: 

To any point of destination, which is an established point for 
the delivery of freight not named in this tariff, but located between 
two points on the same line which are indexed, rate will be the sam 
as to the station on either side taking the higher rate. 

In some instances the points referred to as Aville and Bvill 
are between two points on the same line which are indexed 
On other shipments Aville and Bville are intermediate to Cville 
and Dville. 

Under the decision reported in 46 I. C. C. 314, and subse 
quent cases which hold that a commodity rate once legal 
established remains in effect and is the only legal rate unt 
canceled, notwithstanding a subsequently published conflictin: 
rate, which is the applicable rate. 

Answer: As to the effect of the publication of specific class 
rates to Aville and Bville, N. C., there are at least two views 
one being that rates to these points having been establishei 
under the application of the intermediate rule, such rates ! 
main in effect until specifically canceled, the specific publication 
of other rates to these points not having the effect of canceling 
the rates thereto made by the use of the intermediate m* 
This view seems to be supported by the decision of the Com 
mission in Curtis Leather Co. vs. A. T. & S. F. Ry., 1511. ©. 
610, in which case the Commission said: 


On brief, counsel for defendants urge that our_ finding a 
ard Oil Co. vs. A. T. & S. F. Ry. Co., 139 I. C. C. 297, 299 “mak” 
it imperative’ that we should find that the commodity rate — 
was not applicable to Ludlow. The intermediate rule under = 
sideration in the instant case differs materially from the oe 
sidered in the Standard Oil Co. case, supra. The language empl!’ 
if given its natural and unqualified meaning makes clear and oye aiate 
fect to a purpose to have the rates resulting from the tein 
rule apply to the exclusion of the class rates. Under such circumstar 
we pointed out in the Standard Oil Co. case, supra, that — v 
sulting from intermediate rules are applicable. It may yon a 
pointed out that counsel for defendants seeks to give too The 
interpretation to our finding in the Standard Oil Co. case, “yo aan 
report therein when considered as an entity clearly reveals plice- 
were considering specific rates and rates resulting from the _— 
tion of intermediate rules when of the same character OF ae the 


The other view is that rates to Aville and Bille uD r 
application of the intermediate rule, are published in the ee 
only so long as no specific rates are published to these oa 

We can locate no decisions of the Commission specificall) 
point. 

Routing and Misrouting—Duty of Carrier to Forwar 
Cheapest Available Route 


Delaware.—Question: Will you please 


d via 





let me have You 






No. 15 a May 10, 
— 





ster lime 


/ Rochester 
-) = Saint Paul 
jrinneapolis 


INNESOTAN 


Lv Chicago . . . 
Ar. Rochester . . 










- 8:00 p. m. 
- 7:00 a. m. 





Ar. Des Moines - %7:20a. m. 

ail Ar. St. Paul - 7:30 a. m. 

levall Ar. Minneapolis . . 8:10 a. m. 

e until 
flicting Saves 90 minutes, the fastest over- 
i night train to Rochester, 70 minutes 
ie to St. Paul-Minneapolis and 90 
tes Te minutes to Des Moines. 
lication 
nel All-steel equipment. Modern Pull- 
~~ mans, club-lounge car, chair car, 
1.0 coaches. 

oa . I BS som “TRIP 

sought 
a a to St. Paul-Minneapolis. 15- -day 
tee limit—on sale daily. Good in coaches 
mel or chair cars. 
ites Te 
ther 
ad Tickets and details at 
2 ® 179 bay 00 Street Grand Central Station 

11C4 ca r 

de. Phone Wabash 2661 Faces Gatien aie 


‘Ohicago Great Wester 





1271 
























PAGE 


HOUSTON 
1S a 
NEW PORT! 


Yes, vibrantly, progressively 
NEW! No sluggishness or old- 
time methods apply here. For 
Houston’s Port has been built 
within the last few years. Here 
are new warehouses . hew 
wharves... new grain elevators 

. everything modern ingenuity 
has devised for the quick han- 
dling of cargo or shipment is © 
here. 


What does this mean to You? 
‘ JUST THIS— 


The saving of hours ... even days 
and Time Means Money to You 





It’s your business to get the most 
out of your transportation dollar 
and Houston will see that you do it. 
Write today for these two books. 


The The 
HOUSTON HOUSTON: 
PORT PORT 

BOOK REGISTER 


Every traffic man needs them. 


T. P. BARTLE 
433 Board of Trade Bidg., 
New York City Kansas City, Mo. 


F. C. DEZENDORF T. E. DUGGAN 
Cotton Exchange Bldg., Chamber of Commerce Bidg., 
Dallas, Texas Houston, Texas 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON, TEXAS 


J. C. MAYFIELD 
1512 Whitehall Bldg., 
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views on the following question and, if possible, citations of the 
Commission involving similar cases: 

A shipment originates at point A, destined to point B. The 
destination point is served by two railroads, namely, B. R. & P. 
and Erie R. R. 

There are no reciprocal switching arrangements at destina- 
tion. 

A shipper tenders a carload of material to the originating 
line, the A. B. & C. R. R., and simply shows in the routing column 
of the bill of lading “via A. B. & C. R. R.,” and does not specify 
any rate on the bill of lading. 

The rate from A to B for B. R. & P. delivery is 25 cents, 
while for Erie R. R. delivery the rate is 30 cents. 

The A. B. & C. R. R. delivers the car to the Erie R. R., via 
which route the rate is higher. 

The consignee is local to the B. R. & P. R. R. 

Be it conceded that the agent at point of origin cannot be 
expected to know what railroad serves all consignees through- 
out the country, but also bear in mind the rates to the destina- 
tion are not the same. What, if any, is the liability of the 
A. B. & C. R. R. and does the shipper have grounds for over- 
charge claim? 

Answer: While, under the decision in Lynchburg Chamber 
of Commerce vs. Southern Ry. Co., 115 I. C. C. 625, a carrier is 
not required to ascertain the location of a consignee, yet if, 
as we understand, the line-haul rate via carrier A, B. & C. 
and the Erie R. R. is 5c higher than the line-haul rate via car- 
rier A. B. & C. and the B. R. & P. R. R., it was the duty of the 
initial carrier to forward the shipment via the latter route, it 
being the cheaper. In the absence of complete routing instruc- 
tions it is the duty of the initial carrier to forward a shipment 
via the cheapest available reasonable route. E. I. du Pont de 
Nemours & Co. vs. C. R. R. of N. J., 55 I. C. C. 248; Green Bag 
Specialty Co. vs. N. Y. & L. B. R. R. Co., 50 I. C. C. 237. 


Tariff Less-than-Carload Shipment 


Alabama.—Question: A shipment of soya* beans in bags 
was loaded in a car by shipper at a point in North Carolina, 
destined to a point in Alabama, weighing 33,600 pounds and 
tendered to the initial line on a bill of lading showing the num- 
ber of bags, weight 33,600 pounds, the car number and initial, 
with notation “Allow inspection,” ‘shipper’s load and count.” 
On arrival at destination the agent assessed freight charges on 
basis of the carload rate and the carload minimum of 36,000 
pounds, in accordance with rule 15 of the Consolidated Classifi- 
cation. 

The protection of the L. C. L. rate, actual weight, is de- 
manded on the grounds that the shipment was loaded in car 
for the “convenience” of the carrier and reference is also made 
to rule 6 of the Censolidated Classification. 

The shipment did not occupy the full visible capacity of the 
car and,.as we see it, section 6 has no bearing whatever, as it 
merely relates to the exemption of marking requirements and 
has no relation whatever to the freight charges. Without some 
appropriate tariff provision we feel that a carrier may not waive, 
for its alleged “convenience” the provisions of rule 15 and that, 
in erder to avoid paying the carload rate and minimum, the 
shipper must tender the shipment as a less-than-carload ship- 
ment by indorsing on the bill of lading or shipping order 
“L. C. L. shipment” or something to indicate that the shipment 
is being tendered as an L. C. L. shipment. 


I would appreciate your views and reference to any deci- 
sions that may have been made in similar cases. 


Answer: The Interstate Commerce Commission has, in sev- 
eral cases, held that where shipment is tendered to a carrier 
as a carload shipment, the carload rate at minimum weight 
must be assessed, even though the less-than-carload rate at 
actual weight makes a lower charge. See Passow and Sons vs. 
C. M. & St. P; By, 37 I. C. C. 711; Sam Kyle vs. M. K. & FB 
Ry., 42 I. C. C. 335; Columbian Iron Works vs. So. Ry. Co., 45 
I. C. C. 173; Walker Zelnicker Supply Co. vs. T. & O. C. Ry., 
51 I. C. C. 133, and Nevada Department of Highways vs. B. & O. 
Ry. Co. 122 i. C. C. F237. 


In these cases the Commission has distinguished a carload 
shipment from a less-than-carload shipment by the manner in 
which the shipment is tendered to the carrier. 

In Nevada Department of Highways vs. B. & O. R. R. Co., 
132 I. C. C. 727, the Commission held that the complainant’s 
contention for the application of the less-than-carload rate in 
actual weight could not be sustained because the derricks were 
loaded by the shippers, and although the cars were not fully 
loaded were tendered as a carload shipment, thus clearly coming 
within the provision of section 3 of rule 15 of the classification. 

See also Docket No. 21340, Belt Line Brick Co. vs. Illinois 
Central R. R. Co. (mimeographed), decided December 31, 1929, 
in which case reference is made to Smith & Sons Carpet Co. 
vs. Director-General, 132 I. C. C. 593. The facts in the instant 


Interpretation—Carload vs. 
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case seem to bring it within the decision in Docket No 213 
referred to above. In the latter case the Commission gaiq. . 
Complainant cites Smith & Sons Carpet Co. vs. pj ; 
eral, 132 I. C. C. 593, wherein it was found that the lese-met™, Gt 
rate was applicable on a shipment my of 11 packages ain i) 
machinery aggregating 5,100 pounds from Philadelphia, Pa,, toe 
perhan, N. Y. But the report in that case does not indicate that ep. 
shipment under consideration was loaded by the shipper or ~s the 
the packages were marked in accordance with the classificatio nthe 

In justification of its action in applying the carload rate pe 
minimum weight defendant relies chiefly upon the fact that 
packages were not marked in accordance with rule 6 of the , the 
fication. * * * The marking of every tenth bag in this shi a 
did not comply with the applicable tariff rule. Defendant emphasinn 
the fact that its agent had no authority to waive that rule T. 
have repeatedly held that shippers and carriers alike are char - 
with knowledge of the lawfully published rates and tariff provisie 
and the misquotation thereof by an agent of the carrier affords 
basis for an award of reparation. * * #* . 

As previously stated, the shipment was loaded by the Shipper 
was receipted for as a carload and was accorded carload SErvics 
Considering all of the facts in this record with respect to the Hoy 
dling accorded the shipment, we are convinced that the carloag rate 
was applicable. : 
Tariff Interpretation—Application of Rule 29 of Classificaticy 

Colorado.—Question: Will you please give us your opinig, 
on the following: 

The governing tariff provides “Minimum weight 30.) 
pounds for each car used.” Shipper loads 56,000 pounds » 
one car, which, on account of length, requires a deadhead ca 
to protect lading, no weight being loaded on the second ca 

On what weight should charges be assessed, under par. 
graph B, section 1, rule 29, of classification? 

Answer: If the provisions of rule 29 are applicable (this 
does not appear to be a fact in view of the tariff provisigy 
reading, “Minimum weight 30,000 pounds for each car used”), 
freight charges should be assessed on the basis of the actug| 
weight of 56,000 pounds for.one car and 24,000 pounds for the 
deadhead or trailer car, under the provisions of paragraph (b) 
of section 1 of rule 29. 


Tariff Interpretation—Application of Rule 13 of Classification 
Minimum Charge on Less-Carload Shipments Moving on 
Combination Rates 


New York.—Question: A firm in Fremont, Neb., shipped 
us merchandise which rated one and one-half times first class 
from point of origin to the river, and first clas from river w 
New York City. Shipment weighed seventy pounds. The rail: 
road company bases their charges on actual weighi one ani 
one-half times first to the river and minimum charge of $1.6 
beyond. We corrected billing to read actual weight at one ani 
one-half to river and first class beyond, or $3.03% per hundred 
pounds. 

Please give us your opinion as to which rate should apply. 

Answer: Inasmuch as the shipment moved on combination 
rates requiring the use of separate rate tariffs each of which 
subjects the shipment to a minimum charge, it is first necessary 
to determine the charge both to and from the rate basing poitt. 
The proper method is to apply the applicable class rate t0 
actual weight of the shipment and if this does not produce 2 
charge as high as the minimum charge it is necessary to apply 
the minimum charge. To illustrate: 

The first class proportional rate from Fremont, Neb., t0 
the Mississippi River basing points is 91% cents per C. B.& 
Q. I. C. C. 17177, one and one-half times first class being 137% 
cents. On 70 pounds the regular charge is 96 cents. The mill 
mum charge for articles rates one and one-half times first 
class, according to rule 13 of the Consolidated Freight Classit: 
cation is determined by applying the first class rate to 1 
pounds, which in this case yields but 91% cents. The charge 
from Fremont to the river, therefore, is 96 cents. The charge 
from the river to New York is determined in a similar manne, 
except that the rate is now governed by the official classifica 
tion, which gives the article first class. The minimum chaté 
on shipments of first class articles, according to rule 13 of the 
classification is for 100 pounds at first class. The easter fac: 
tor, therefore, is $1.66, this being the first class rate for 100 
pounds, and this also being higher than the first class rate # 
actual weight. The total combined charge on the shipmetl 
therefore, is (based on current rates) $2.62. Shipment should 
be rated, of course, according to date of origin and route of 
movement. 
Routing and Misrouting—When Carriers Named in Bill of Lading 

Routing Instructions Have Direct Connections with Each 

Other, Preceding Carrier Must Deliver to Next Succeeding 

Carrier. Specifying Name of Controlling Company !n we 

‘ Instructions Is Not Specifying Routing via Subsidiary Li" 

Operating Under Separate Charters i 

South Dakota.—Question: On September 10, 1929, carlose 
shipment of paper towels moved from Berlin, N. H., V4 B. 
M.-C. P..G. L. T.-C. & N. W., to Sioux Falls, S. D. The routing 
shown on the bill of lading is quoted in full. fi 

Frank Van Ummersen’s New England Freight Tariff I. C. © 


May 
— 
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No. 45 names an applicable fifth class, on paper towels, from 
Berlin to Milwaukee, Wis., and the same rate to Duluth, Minn., 
of 4914 cents. There is no question about the application of 
this rate. Boyd’s tariff No. 169-F, I. C. C. No. A-2026, names a 
commodity rate of 3814 cents from Milwaukee to Sioux Falls 
and 32% cents from Duluth. The Duluth combination and gate- 
way is, therefore, 6 cents cheaper than via Milwaukee. The 
question involved is whether, under the routing shown, shipper 
can force protection of the Duluth combination, under mis- 
routing, when shipment actually moved and delivered to the 
Cc. & N. W. at Milwaukee. The Chicago & North Western sys- 
tem comprises the C. & N. W. and its owned and operated line, 
the C. St. P. M. & O. The C. & N. W. proper reaches Mil- 
waukee and the C. St. P. M. & O. Duluth. The C. & N. W. 
proper does not reach Sioux Falls, which is served by the 
Cc. St. P. M. & O. The abbreviated routing was used by the 
shipper to designate the System rather than a particular branch, 
the abbreviation C. & N. W. meaning the System the same 
as the particular branch. The question is whether the circum- 
stances justify the shipper in insisting upon the protection of 
the Duluth combination. Please bear in mind, first, that the 
“C. & N. W.” means the System as well as the line itself, and 
second, that the carrier was in possession of the information 
that the destination is served only by the C. St. P. M. & O. 
branch, the C. & N. W. plainly meaning the delivering carrier. 


Answer: In our opinion the shipper’s routing via the 
C. & N. W. at Milwaukee was complete routing and the Great 
Lakes Transit line was obliged, under the bill of lading, to 
transport and deliver the shipment to the C. & N. W. Ry. at Mil- 
waukee, this being the junction point where it has direct con- 
nection with the C. & N. W. Ry., and via which the cheapest 
rate could be applied under the shipper’s routing instructions. 
The C. & N. W. Ry. and the C. St. P. M. & O. Ry. are two 
separate operating corporations, each filing its own tariffs and 
annual reports with the Interstate Commerce Commission, and 
to all intents and purposes are separate common carriers. The 
specification of the “C. & N. W.” in the bill of lading routing 
instructions is not the specification of the “C. St. P. M. & O.” 
In Carney vs. Director-General, 68 I. C. C. 199, the shipper’s 
routing instructions read, “Erie.” The carriers considered that 
this meant “Erie System” or “Erie Lines,’ and forwarded the 
shipment via the Chicago & Erie, a subsidiary of the Erie Rail- 
road. The Commission, in holding the shipment had been 
misrouted, said: 


The routing ‘‘Erie’’ did not amount to an instruction to move 
the shipments over the Erie to Marion and the Chicago & Erie beyond. 
Defendant asserts that it does, because the latter is controlled by 
the former and operated as a part of the Erie system. But the Chi- 
cago & Erie acts as a corporate entity in filing its own annual re- 
ports and tariffs. 


To the same effect is Midland Linseed Products Co. vs. 
Dir. General, 77 I. C. C. 242, and Gulf Red Cypress Co. vs. 
T. & N. O., 159 I. C. C. 495. 

In Northwestern Traffic & Service Bureau vs. Mo. Pac., 73 
I. C. C. 471, the shipper specified routing, “Mo. Pac., C. & N. W.” 
The Missouri Pacific delivered the shipment to another car- 
rier, which in turn delivered it to the C. & N. W. In Rand 
& Co. vs. L. & N. W., 91 I. C. C. 723, shipments were routed 
by the shipper, “L. & N. W., St. L. S. W., L. & N. delivery.” 
The St. L. S. W. delivered the shipments to the L. H. & St. 
L., which in turn delivered them to the L. & N. In both cases 
the Commission held the shipments had been misrouted. In 
American Sand & Gravel Co. vs. C. & N. W., 148 I. C. C. 348, 
shipments were routed “C. & N. W., E. J. & E.” The Com- 
mission said “There was no obligation on the part of the 
Northwestern to route these shipments over the line of a third 
carrier,’ the lines named, having direct connections, formed 
a through route. Where the lines in the bill of lading have 
direct connections, it is the duty of the preceding carrier to 
deliver to the next named succeeding carrier. Republic Creo- 
soting Co. vs. N. O. G. N., 50 I. C. C. 201. 

Inasmuch as the C. St. P. M. & O. was not named in the 
routing instructions, in the instant case, there was no duty on 
the part of any carrier to deliver the shipment to the C. St. 
P. M. & O. at any point, if the cheapest rate via Milwaukee 
could be protected via some other line into destination. 


Routing and Misrouting—When Shipper’s Routing Instructions 
Are Complete and in Accordance with Tariff Carrying 
Through Rate Carrier’s Duty Is to Comply with Those 


Instructions : 

Kentucky.—Question: We made a large L. C. L. shipment 
originating at Louisville, Ky., consigned to Westover, La., routed 
I. C., Baton Rouge, M. P. The freight was fully prepaid, based 
on through rates carried in S. W. L., I. C. C. 151, applicable 
via Baton Rouge, Mo. Pac. lines. 

The I. C. R. R. loaded this shipment to New Orleans and 





The Traffic World 





Vol. XLY, No, iy 


delivered it to the Mo. Pac., who delivered it to the N. 9 T 


at Kinder, La. The N. O. T. M. Railroad are Calling on us : 
additional freight, basing their charges on a Kinder La a le 
bination. They contend that the through rates do’ not’ 
via New Orleans, which is correct. They also conteng that i 
this shipment had been routed I. C. Baton Rouge, My aa 
lines or G. C. L. lines, the I. C. would have handled this on 
ment through Baton Rouge and the through rates would me 
applied. m 

Inasmuch as the N. O. T. M. is one of the Mo, Pp 
we believe that the I. C. erred in not loading this Shipment 
Baton Rouge and delivering it to the N. O. T. M. at that Deine 


Answer: In our opinion, this shipment was misrouteg } 
the Illinois Central Railroad. Southwestern Lines’ Tariff No 
151, Agent Johanson’s I. C. C. 2008, in the list of participating 
carriers, specifically defines “Missouri Pacific Lines,” ang lists 
all carriers which come within that designation, and this list 
includes the N. O. T. & M. Inasmuch as the N. 0. T. & y 
connects with the Illinois Central at Baton Rouge ang the 
shipper shows this interchange in his routing instructions, ty, 
I. C. should have carried the shipment to Baton Rouge ani 
delivered it to that carrier which its tariff calls a “Missouri 
Pacific Line,” i. e, the N. O. T. & M. The Illinois Centr 
apparently interpreted the term “Missouri Pacific Lines” 4) 
mean “Missouri Pacific Railroad,” which carrier does not reach 
Baton Rouge. 


The case of Gulf Red Cypress Co. vs. T. & N. 0., 159 L..¢ 
495 is similar in some respects to the instant case. A shipment 
was routed by the shipper “T. & N. O., Southern, N. & W 
The T. & N. O. construed “Southern” as meaning Southen 
Railway System and, having direct connection with the South. 
ern Railway System at New Orleans, it delivered shipment t 
the N. O. & N. E. at that point, which in turn delivered it tp 
the A. G. S., and the latter to the Southern Railway proper 
The shipper contended that “Southern” mean Southern Rail 
way proper. The Commission agreed with the shipper and held 
that the shipment was misrouted because the T. & N. 0, did 
not select an intervening line and effect delivery through it 
to the Southern Railway at Memphis. Thus the term “Southern” 
was construed to mean Southern Railway proper, as the I. ¢, 
has apparently construed “Missouri Pacific Lines” to mea 
Missouri Pacific Railroad. The situation is different in th 
instant case, however, for the reason that the tariff specifically 
designates what carriers shall be known as “Missouri Pacific 
Lines” and specifically includes one which in connection with 
the I. C. via Baton Rouge makes up a complete route to des 
tination. The shipper’s routing being complete, it was errr 
on the part of the Illinois Central to deviate therefrom. Tre, 
the Illinois Central delivered the shipment to the Missouri 
Pacific Line at New Orleans, but that was not the junction 
point specified in the bill of lading routing instructions by the 
shipper. 


aC. lines, 





Digest of New Complaints 





No. £r7- ~—_ No. 5. Phoenix Utility Co., New York City, vs. Lé 
. et al. 

Unreasonable rates and charges, steel angles and other iron and 
steel articles, Bethlehem, Pa., to points on Tennessee & North 
Carolina. Asks rates and reparation. , 

No. 23153. Sub. No. 1. Southern Traffic Association, Knoxville, Ten. 
ve. C. M. St. P. & P. ot al. ‘ 

Rates in violation sections 1 and 3 of act, cabbage and onions, 
points in Wisconsin, Illinois, Iowa, Indiana, Ohio and Michigan 
to points in Alabama, Georgia, the Carolinas, Virginia, Kentucky 
and Tennessee, as compared with basis of rates to and betwee? 
points in the southwest, and points in the southeast, from points 
in New York to southeast, and points in Louisiana and Tex 
to destinations covered by complaint. Asks rates and reparation. 

No. 23153. Sub. No. 2. Southern Traffic Association, Knoxville, Ten", 
vs. A. G. S. et al. 2 

Rates in violation sections 1 and 3 of act, cabbage, onions, fr 
tatoes, turnips and rutabagas, points in Minnesota, Iowa, ‘ 
consin, to points in Alabama, Tennessee, Georgia, aS ee 
with rates from Louisiana and Texas. Asks rates and reper 

No. 23209. Sub. No. 5. The Banana Supply Co., Salt Lake City, 
vs. Bamberger Electric et al. tenn, Eat 

Unreasonable rates and charges, bananas, San Francisco, . 
San Pedro, Wilmington and Los Angeles Harbor, Calif. © 
Lake City. Asks reparation. Monroe, 

No. 23231. Sub. No. 1. Monroe Brick & Builders’ Supply Co. 
La., vs, L. & N. et al. : Monroe 

Unreasonable rate and charges, lime, Erin, Tenn., to — 
La. Asks cease and desist order and waiver of undercharr is, 

No. 23238. Sub. No. 2. Gugenheim-Goldsmith Co. et al., San 
Tex., vs. I.-G. N. et al. nuts, 2 

Unreasonable rates and charges, bananas and cocoant By 
straight or mixed carloads, Laredo, Eagle Pass and El ind 
to San Antonio and Austin, Tex. Ask rates and repara t iL 

No. 23320. G. Mathes Co., St. Louis, Mo., vs. M. & St. L. os halt, 

Charges in violation sections 1 and 6 of act, old moss 
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A fleet of Erie freight trains daily speeds westward 
carrying a wealth of New England’s industrial products 
in their heavily laden cars. 





At the same time another fleet of trains is rushing east- 
ward carrying commodities to take care of the varied 
needs of New England. 


The Erie, with its Western and Niagara Frontier con- 
nections is a fast, dependable carrier—in the fullest 
sense of the phrase, The Heavy Duty Railroad. 


ys 


ERIE RAILROAD SYSTEM 


Route of The Erie Limited 
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(troit and Wyandotte in violation section 13 of act. 


. 23378. 


. 23381. 


. 23382. 


. 23384. Sub. No. 1. 


. 28384. Sub. 


. 23384, Sub. 


. 23384. Sub. No. 6. 


. 23386. Jackson Traffic Bureau, 


. 23391. 


Minneapolis to St. Louis. Asks cease and desist order and rep- 


aration. 


. 23375. ‘Central Alloy Steel Corporation et al., Massillon, O., vs. 


A.'C. & Y. et.al. 

Rates in violation sections 1 and 3 of act, by-product coke, com- 
jlainants’ plants at points in Ohio, Indiana, Illinois Pennsylvania, 
Vest Virginia and Wisconsin to points in central territory as 
compared with rates on bee-hive and/or by-product coke from 
the Birmingham (Ala.) district, Chattanooga (Alton Park), Tenn., 
Harlan County (Ky.), and Wise county (Va.), districts. Intra- 


-state rate on by-product coke from Detroit and Wyandotte, Mich., 


to points in Michigan (lower peninsula) prefers producers at De- 
Ask rates. 
23376. Davison Chemical Co. et al., Baltimore, Md., vs. Atlantic 
City R. R. et al. 

Rates and charges in violation sections 1 and 3 of act, super- 
phosphate (acid phosphate) or superphosphate (acidulated or dis- 
solved phosphate rock), in bulk, carloads, Baltimore, Md., to des- 
tinations in trunk line territory, and unreasonable rates on com- 
me fertilizer, points in Maryland, Pennsylvania, Virginia, West 
Tirginia, New Jersey and Connecticut to destinations in trunk 
line and New England territories. Mixing plants along Atlantic 
seaboard preferred. Ask rates. 

23377. +” aeeiieeimaanae Pottery Co., Roseville, O., vs. C. B. 
& Q. et al. 

Rates in violation first two sections of act, sand, Ottawa, IIL, 
to Roseville, O. Alleges Marion and Cincinnati, O., preferred. 
Asks rates and reparation. 

Globe Grain & Milling Co., Los Angeles, Calif., vs. Santa 
Fe et al. 

Rates and charges in violation sections 1 and 4 of act, wheat 
and oats, points in Colorado, Utah, Idaho and Wyoming, stored 
and/or milled at Ogden, Utah, and Colton, Calif., and reshipped 
as whole grain and as flour and bran to Los Angeles. Asks rates 
and reparation. 

23379. Grand Trunk Western Detroit, Mich., vs. 
Pere Marquette et al. 

Asks order striking from files of I. C. C. schedules or tariffs 
in so far as they relate to intermediate switching charges over 
or by the Flint Belt Railroad, cease and desist order and $25,000 
reparation. 

23380. General Paper Co., Inc., Long Island City, N. Y., vs. Penn- 
sylvania et al, 

Rates in violation sections 1 and 3 of act, import wood pulp, 
Philadelphia, Pa., to Buck Run, Pa., as compared with rates from 
Philadelphia to other Pennsylvania points, including Bristol, Lan- 
pe as Modena, Reading and York Haven. Asks rates and rep- 
aration. 


Railroad Co., 


Boydton Mfs. Co., Ine., et al., Boydton, Va., vs. Southern 
et al. 

Unreasonable rates, lumber and box shooks, Amelia and Saxe, 
Va., Semora, N. C., and South Hill, Va., to points in Illinois, 
Indiana, Michigan, Missouri, Ohio and Wisconsin. Ask rates. 
23381. Sub. No. 1. Phillips Lumber Co., Inc., Richmond, Va., 
vs. C. & O. et al. 

Unreasonable rates, lumber, Pemberton, Va., to Bridgeport, 
Martins Ferry, West Wheeling and Bellaire, O., and other Ohio 
points, and Bellevue, Pa., and other Pennsylvania stations. Asks 
rates and reparation. 

Highland-Western Glass Co., Washington, Pa., vs. B. & O. 

Unreasonable rates, sand, Berkeley Springs and Hancock, W. 
Va., to Washington, Pa. Asks cease and desist order and rep- 
aration. 

23383. Peerless Explosives Co., Inc., Wilkes-Barre, Pa., vs C. of 
N. J. et al. 

Unreasonable rates and charges, wood flour, Napanoch, N. Y., 

to White Haven, Pa. Asks rates and reparation. 


. 23384. Malden Ice Mfg. Co. et al., Malden, Mo., vs. C. & E. I. et al. 


Unreasonable rates and ¢‘harges, coal, points in Illinois and Ken- 
tucky to Malden, Mo. ‘Ask reparation. 

Oran Ice & Cold Storage Co., Oran, Mo., vs. 
Same et al. 

Same complaint and prayer as to shipments to Oran, Mo. 
No. 2. H. S. Roberts Grain Co., East Prairie, 
vs, Same et al, 

Same complaint and prayer as to shipments to East Prairie, Mo. 
23384. Sub. No. 3. Dey Rey Hotel et al., Sikeston, Mo., vs. Same 
et al. 

Same complaint and prayer as to shipments to Sikeston, Mo. 
No. 4. H. B. Kelley Feed & Coal Co., Kennett, Mo., 
vs. Same et al. 

Same complaint and prayer as to shipment to Kennett, Mo. 
23384. Sub. No. 5. P. F.. Boyce Mercantile Co. et al., Morley, 
Mo., vs. Same et al. 

Same complaint and prayer as to shipments to Morley, Mo. 
Mann Brothers, Inc., et al., New Madrid, Mo., 


to Madrid, Mo. 


Mo., 


ve. i. C. of al. " 
Same complaint and prayer as to shipments 


. 23385. Barnes Lumber Corporation et al., Charlottesville, Va., C. 


& O. et al. 
Unreasonable rates, 
Virginia points to points in eastern states. 


aration. 


and other 
and rep- 


Co., 


lumber and box shooks, Amelia 
Ask rates 
for Lawrence Construction 
Jackson, Miss., vs. L. & N. et al. 
Rates in violation sections 1 and 6 of act, steel concrete forms, 
K. D., Blawnox, Pa., to Arlington, Tenn. Asks protection of law- 
ful rate and reparation. 
23387. Nixon & Phillips, Birmingham, Ala., vs. A. & V. et al. 
Rates and charges in violation sections 1, 4 and 6 of act, con- 
tractors’ outfit, Fayette, Ala., to Jackson, Miss. Ask reparation. 
23388. Chapin Cedar Co., Spokane, Wash., vs. Santa Fe et al. 
Unreasonable rates, cedar poles, Chapin, Ida., to California 
points. Asks rates not exceeding those on fir,lumber and repara- 


tion. 
. 23389. Hill, Hubbell & Co., San Francisco, Calif., vs. Santa Fe 


et al. 

Unreasonable rates, pipe line coating, Tulsa, Okla., to points in 
Kansas, Texas, Oklahoma and Ohio. Asks rating and reparation. 
23390. O’Brien Bros, Inc., San Antonio, Tex., vs. I. C. et al. 

Charges in violation first three sections of act, oil well ma- 
chinery and second-hand pipe, Sarepta, La., to Cary, Miss., as 
compared with rates from Jackson, Miss. Asks protection of rea- 
sonable rate and reparation. 

American Sumatra Tobacco Corporation, Atlanta, Ga., vs. 
Clyde Steamship Co. et al. 
Rates and charges in violation sections 1 and 6 of act, grass 
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fibre or toBacco packing mats, New York, N. Y., 
Asks reparation. 
23391. Sub. No. 1. 
Same et al. 
Same complaint and prayer. 
No. 23392. Nebraska Brick & Tile Manufacturers’ Association ; 
Lincoln, Neb., vs. C. & N. W. et al. et al 

Jnreasonable rates and charges, brick and re : 
points in Nebraska to points in northeastern Colorado sag artices, 
Wyoming. Ask rates and reparation. eastern 

No. — Loose-Wiles Biscuit Co., Kansas City, Mo., vs. Santa p 
et al. ” 

Alleges violation of sections 1 and 3 of act, by reason of fajjy 
of defendants to grant complainant mixed carload privilege ~ a 
specific commodity rates, bakery goods, candy and confectiona.: 
Kansas City, Mo., to Phoenix and Tucson, Ariz. Asks reli rant 
future. ‘ om 

No. 23394. C. F. Weber & Co., San Francisco, Calif., ys . 
cifie et al. + VS. neta Pe, 

Inapplicable rate on folding chairs, Port Washi ie 
San Francisco. Asks vepnention. , ngton, Wis,, 

No. 23395. National Carbide Sales Corporation, New York City , 
Santa Fe et al. aah 
j yee ge eanen, sates ogemise, Keokuk, Ia., to point 
in Missouri ansas, Arkansas, ahoma, Louisia vs 
Asks rates.’ a 

No. 23396. The Western Shade Cloth Co., 
Newberry & Laurens et al. 

Unreasonable rates and charges, fabrics used in manufacture f 
shade cloth and other commodities, Goldville, S. C:, to Chicas, 
Ill. Asks rates and reparation. 60, 

No. wt Frank Brenner et al., Winston-Salem, N. C., vs. A. & Y 
et al. a : 

Rates and charges in violation sections 1, 3, 4, 6 and 15 of act, 
scrap iron, points in North Carolina to points in Kentucky Mary- 
land, Ohio, Pennsylvania and Virginia. Durham, N. ¢C. preferred, 
Ask rates and reparation. ‘ ; 

No. 23398. Medusa Portland Cement Co., Cleveland, O., vs, Pennsy!- 
= et — h 

Jnreasonable rates and charges, gypsum rock, New i 

N. Y., and Oakfield, N. Y., to York, Pa. Asks rates and R— .. 
No. 23399. The Western Ohio Railway & Power Corporation et aj. 
Findlay, O., vs. Cincinnati & Lake Erie et al. ‘ 

Seeks order restraining respondents from putting into force 
and effect supplements Nos. 9, 10 and 11 to Joint Freight Tarif 
No. 25-A (I. C. C. No. 37) and continuing in force and effect 
Joint Freight Tariff, No. 25-A (I. C. C. No. 37) with supplement 
No. 8 relating to joint class rates, routes, practices, etc, 

No. 23399. Sub. No. 1. Same et al. vs. Same et al. 

Ask suspension of Joint Commodity Tariff I. C. C. No. 20 and 

that respondents be restrained from putting in force said tariff 
No. Sy te —* Traffic Association, Knoxville, Tenn., vs. A. B. 
ze C. et al. 

Rates in violation sections 1 and 3 of act, grapes, cranberries, 
eaches, celery, kale and beans, points in Michigan, West Virginia, 
New York, New Jersey, Maryland, Massachusetts, Pennsylvania, 
Ohio, Indiana and Georgia, to points in Alabama, Tennessee, 
Georgia, North Carolina, Kentucky and Virginia, as compared 
with rates from southwestern and California producing points 
Competition with Florida products also alleged. Asks rates and 
reparation, 


No. 23402. Eternit, Inc., St. Louis, Mo., vs. New Orleans & North- 
eastern et al. 
Inapplicable and unreasonable charges, hard asbestos shingles 
and nails, New Orleans, La., to Palm Beach, Fla., for movement 
south of Jacksonville, Fla. Asks reparation. 


No. 23403. Arbuthnot Oil Co., Picher, Okla., vs. Mo. Pac. 
Rates in violation sections 1, 2, 3, 4 and 13 of act, gasoline, 
Coffeyville, Kan., to Joplin, Mo. Asks reparation. 


No. 23404. International Printing Pressmen & Assistants’ 
Rogersville, Tenn., vs. N. Y. C. et al. 

Charges in violation sections 1 and 4 of act, cement plaster, 

Tuckahoe, N. Y., to Rogersville, Tenn. Asks rates and reparation 
No. 23405. Texas-Louisiana Power Co. et al., Fort Worth, Tex., vs 
Panhandle & Santa Fe et al. 

Rates and charges in violation sections 1 and 3 of act, because 
of exaction of $5.25 a car on interstate traffic delivered to compiain- 
ants on their industry tracks at Pecos, Tex. Ask absorption of 
charge and reparation. : 

No. 23406. Alpena Leather Corporation, Alpena, Mich., vs. Detroit 
& Mackinac et al. 

Unreasonable rates and charges, hide trimmings, Alpena, Mich. 
to Chicago, Ill., for C. M. St. P. & P. Division Street teamtrack 
delivery. Asks rates and reparation. ; 

No. 23407. Wolverine Fruit & Produce Exchange et al., Grand Rapids, 
Mich., vs. Ann Arbor et al. 

Rates, charges and ratings in violation sections 1, 2 and 3 of 
act, grapes, Michigan points to points in official and_ western 
classification territories, as compared with rates from Ohio and 
Mississippi River crossings, New York and Pennsylvania and 
Springdale, Ark. Ask rates. 
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Doings of the Traffic Clubs 


to Quincy, Fla, 


No. Max Wedeles Tobacco Co., Atlanta, gg 


Vs 


s 


Chicago, IIl., vs. Columbia, 


Union 





“Litchfield and Madison Day” was observed by the Trafli 
Club of St. Louis at the Jefferson Hotel May 5. 


The monthly meeting of the Junior Traffic Club of St. 
Louis will be held at the Warwick Hotel May 13. Albert E 
Ellis, of the St. Louis office, department of Commerce, Wi 
tell of transportation in Columbia, South America, where he W% 
formerly stationed as vice-consul at Cartagena and ma 
American trade Commissioner at Bogota. Dinner will be serve 
A “bridge and bunco” party will be given at the Tow? Clu 
May 14. On May 8, an “industrial tour’ was made of the plait 
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reflect an earnest effort to please 
the traveling public 


RIDE OUT from St. Louis, Louis- 


ile, or Cincinnati some day on 
ht NATIONAL LIMITED—or leave 
hicago on the CAPITOL LIMITED, 
hen you are bound for. Washing- 
im, Baltimore, Philadelphia, or 
ew York. See how homelike and 
wspitable a train can be. 

There’s fine equipment, in the first 
ace, All-Pullman as far as Washing- 
m, with the latest type Observation- 
rary-Lounge cars, barber, valet, and 
tower baths. And each train carries 
rough Drawing-room 
“t Compartment Sleep- 
Rg cars, Club cars with 


newspapers and magazines, train 
secretary, maid, and manicure to 
Baltimore, Philadelphia, and New 
York. 

But besides good equipment, you'll 
find on each of these trains a constant 
personal effort on the part of the train 
force to make you comfortable, to 
guard your safety, to make sure you 
arrive on time. As your train rolls 
through the night, thoughtful care pro- 
tects your sound sleep. Trainmen and 
porters speak softly and do their work 
quietly; a considerate engineer does his 


NATIONAL LIMITED — Leaves St. Louis 12:17 p. m. ... Louisville 5:00 p. m. 


... Cincinnati 8:55 p. m. 


CAPITOL LIMITED — Leaves Chicago 1:00 p. m. 


(Standard Time) 


very best to start and stop his train 
without jar and jolt; powerful locomo- 
tives and a smooth roadbed help to in- 
sure your rest. 

In the Dining cars, designed and fur- 
nished in the Colonial manner, cour- 
teous stewards take pleasure in serving 
you delicious seafood from the Chesa- 
peake Bay; fresh vegetables from the 
truck gardens of Maryland; ham and 
eggs from old Virginia farms; rich Me- 
dina honey from Ohio. 

Try one of these trains next time you 
travel East. See for yourself what we 
are trying to do in extra 
courtesy and comfort on 
our railroad. 


BALTIMORE @& OHIO 


70,000 OF US INVITE YOU TO RIDE ON OUR RAILROAD 
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of the Colonial Bakery. At a recent executive meeting it was 
voted to hold the general meetings of the club the second Tues- 
day of each month. 





J. F. Gould, former game and fish commissioner for Minne- 
sota, will be the speaker at the last Thursday luncheon until 
fall of the Traffic Club of Minneapolis, May 15. A “bridge 
dinner” will be given at the Nicollet May 14. Prizes will be 
awarded winners at the bridge tables. The club will play 
diamond ball every Friday evening. It is announced that the 
“Traffic Club Dockette,” club publication, will suspend regular 
publication through the summer months, appearing only in con- 
nection with such affairs as the annual outing, golf tournaments 
and others of general interest to the members. 





The accompanying photograph is of Mrs. Bertha Wade, who 
was elected president of the Women’s Traffic Club of Birming- 
ham, Ala., at an election held at the 
Thomas Jefferson Hotel, April 17. 
The election was followed by the 
club’s first annual banquet. Mrs. 
Wade has been secretary to O. W. 
Martin, traffic manager, Continental 
Gin Company, for the last two years, 
having previously been connected with 
the Rock Island at Atlanta, Ga. Other 
officers of the club elected are as 
follows: Mrs. Aileen Brice, of the 
Erie Railroad, vice-president; Miss 
Mary Legar, of the New York Cen- 
tral, secretary; Miss Mary Clemmons, 
of the Mississippi Central, treasurer; 
board of directors, Mrs. Frances Col- 
vin, Mrs. Janie Vaughan, Mrs. Alma 
Dixon, Mise Margaret Conway, Miss 
Priscilla Fann, Miss Ida Parker and Miss Naomi Scott. 


The 


club has been organized a year and has thirty members, rep- 
resenting industrial and transportation interests in Birmingham. 





The monthly dinner meeting of the York (Pa.) Traffic Club 
was held at the Hotel Yorktowne May 8. James F. Benn, com- 
missioner, Public Service Commission of Pennsylvania, spoke on 
“Railroad Consolidation.” 





A dinner dance was given by the Traffic Club of Detroit at 
the Oriole Terrace May 9. T. W. Preston, general agent, Penn- 
sylvania, was in charge of entertainment. 





The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club May 8. Major C. L. Tilden, president, 
Board of State Harbor Commissioners, was the speaker. His 
subject was ‘The San Francisco Harbor.” Plans are under way 
for a card party and dance to be held on the S. S. Harvard 
May 26. 





W. G. Johnson, postmaster of Oklahoma City, was the 
speaker at the weekly luncheon of the Oklahoma City Traffic 
Club at the Skirvin Hotel May 5. 





Earle W. Hodges, of New York, president of Lions Inter- 
national, addressed the Traffic Club of Kansas City at a luncheon 
at the Baltimore Hotel May 5. The “Victor Thermin” was 
demonstrated by the J. W. Jenkins and Sons Music Company. 





The Traffic and Transportation Association of Pittsburgh 
will elect officers June 6. A ticket of nominations, two for each 
office, was submitted at a meeting May 3. H. A. Leech, Ches- 
apeake and Ohio, and A. C. Bringleson, Frisco, are the candidates 
for president. 





“Television” was the subject of the speaker, C. W. Bettinson, 
New Jersey Bell Telephone Company, at a meeting of the 
Traffic Club of Newark at the Chamber of Commerce May 5, 
at which there was a large attendance. The first golf outing of 
the season was given at the Echo Lake Country Club May 7. 





The Traffic Club of New York has announced a program 
of five golf tournaments for the summer, the first of which is 
to be held at the Canoe Brook Country Club May 13. 





The “first monthly golf tournament” of the Transportation 
Club of Buffalo will be held at the Meadowbrook Golf and 
Country Club, Clarence, N. Y., May 15. Prizes will be awarded 
and dinner will be served. 





Paul R. Leach, political writer for the Chicago Daily News, 
was the principal speaker at the monthly meeting of the Junior 
Traffic Club of Chicago at the Palmer House May 1. He re- 


The Traffic World 











Vol. XLy, No 1 


ee 


counted experiences he has had as a political writer, part; 
while accompanying President Hoover and Mr. Smith a 
campaigns as candidates for the presidency. their 








The fifth anniversary of the Women’s Traffic Club o 
Angeles was celebrated the evening of April 30, in the le 
rooms at the Alexandria Hotel. President Grace Dewey er hoe 
There was a large attendance of members and there wer pn 
guests. Ella Hausen, of Dean, Witter and Company —n 
the distinction of being the first president of the first Ww ‘ - 
traffic club in the world, was present and gave a tal 
did the other four past presidents of the club, Emma Ke - 
Union Pacific, Gertrude Sears, Miller Vosberg and Com _ 
Vera Hess, Cook and Boynton Company, and Helen a 
Santa Fe. Two honorary members were present and — 
short talks. They were F. A. Hooper, agent, American-Hawaii, 
Steamship Company, and Bertram Holmes, editor, Legal a 
Mr. Hooper had arranged for showing of the American-Hawai,, 
Steamship Company’s moving picture, “Duty to Cargo.” Bathe 
Brady, of Williams, Dimond and Company, gave two vocal oie 
tions and Gertrude Mason, Western Air Express, reported op - 
trip to the convention of the Associated Traffic Clubs of hemes 
Annual election of officers will be held May 14. te 





S. S. Butler, general traffic manager, Frisco Lines, st Louis 
was guest and principal speaker of the Traffic Club of Houstor 
at a luncheon April 29. He confined his remarks to port devs. 
opment and stated that of the fifteen or twenty ports in the 
process of development in 1915, only one had reached the pro- 
portions of a major port, and that was Houston. He predicted 
a still greater development for the port, declaring that, with 
the growth of the southwest, it would be called on more and 
more to serve the needs of interior manufacturers. 





A business meeting and smoker of the Milwaukee Trai 
Club was held the evening of April 28 at the Hotel Plankinton, 
G. B. Vilas, general manager, and R. O. Small, general freight 
agent, Chicago & North Western, were guests. Following the 
business, Mr. Vilas showed and explained films on the Proviso 
Yard facilities, passenger station operations and Merchandise 
Mart at Chicago. This was followed by card playing, with 
prizes, and a buffet lunch. The annual May party for members 
and their ladies will be held at the Hotel Schroeder May 12 





C. K. Smaltz, new president of the Central Ohio Trafic 
Club, was born at Tiffin, O., August 18, 1893, and educated in 
the local schools. At an early age 
he entered the employ of the Wells- 
Fargo Express Company and later 
the American Railway Express Com- 
pany, working in the capacity of 
driver, agent, and route agent, in 
Tiffin, Mansfield, Youngstown, Cleve- 
land, and in the interest of loss and 
damage prevention in the northeast- 
ern Ohio district. For the last ten 
years he has been in the employ of 
the Mansfield Tire and Rubber Com- 
pany as traffic manager. He has 
spent a great deal of time in the 
interest of the traffic profession in 
many of its organizations throughout 
the state and is now actively engaged 
in the efforts of the Manufacturers’ 
Association of Mansfield, O., and of central Ohio. 





For the last 
few years he has been chairman of the transportation committee 
of the Mansfield Chamber of Commerce, and the year precedité 
his election as president, served as vice-president of the Centra 


Ohio Traffic Club. 





The annual dinner meeting of the Cooperative Traffic As 
ciation of New York was held at the 69th Regiment Armoy 
April 22, at which there was an attendance of 400. The nest 
meeting will be held at the same place and will be term 
“Lackawanna Night,” at which Charles F. McTague, freiétt 
traffic manager, D. L. & W., will give a lecture on “New Yor 
and the Railroads.” 





The Toledo Transportation Club will hold its spring gol 
outing at the Inverness Club May 15. There will be ond 
morning and afternoon play, and luncheon and dinner will 
provided. 





The annual election of the Traffic Club of Memphis i 
be held at the Hotel Gayoso May 10. Cabaret ente * 
and a buffet dinner will be provided. Missouri Pacific - 
representatives presented the program at a luncheoD May * 
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do shippers and receivers of freight prefer M. A. T. 
...@ significant phrase that is familiar nowadays service? 


alike to ticket agents in Boston, Miami, Detroit . . . Because we operate five ocean type freighters 
Kal K 4d Keokuk Winni which are seaworthy and function with clock-like 
alamazoo, Kokomo an eokuk... Winnipeg, regularity. It is on the service of this fleet via the 


Wentachee and Walla Walla. nee that the M. A. T. Company’s reputation is 
uilt. 


B , , Because our one Terminal operation at Buffalo 
y mail, by wire, by phone and messenger... from and at Duluth serves all of our rail connections at 
Wall Street, Main Street, and State Street, from both ports, and is the nucleus of our efficient han- 
_ t of th t th tamili dling and superior service. 

oe _— idieatand 1 er eee vad Because through these facilities and equipment, 
demand upon Burlington reservation bureaus in we provide exclusive package freight service that is 


Chicago—” A lower on the Blackhawk.” invaluable to the shipping trade. 
Because we are leaders in the Game of Transpor- 


ir a tation, awaiting your command to serve. 
Thus in five short months and less, recognition, 


distinction, and nationwide fame have come to this TRY THE FAMOUS 
splendid train—peerless leader of the Burlington's POKER FLEET SERVICE 


Nsen Chews wadvke Twintiee | ~=MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


THE BLACKHAWEK ae 
Ly. Chicago . . . 6:30p.m. = 


Ar. St.Paul . . . 7:00 a.m. 


Ar. Minneapolis . . 7:35 a. m. Minneapolis, ‘ei Ay New York, N.Y. 
ina. Philadelphia, 


A Triumph in Travel Luxury on, Gea. Othe 


Duluth, Minn. Buffalo, N.Y. 
RESERVATIONS Chicago, iil. o—. Detroit, Mich, 


179 W. Jackson St. 
Phone Wabash 4600 
S. J. OWENS 
General Agent Passenger Department 
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Equipment and 
personnel 
constitute the 
prize winning service 





Carload freight destined to or through 
Chicago and the South Shore Industrial 
District, or outbound from there, is given 
handling that helped win the Coffin Award 
for distinguished service for the South 


Shore Line. 


Convenient connections in all 
directions: Chicago and East— 
New York Central, Michigan 
Central, C. |. & L., N. ¥. C. & 
St. L., Wabash and Illinois Cen- 
tral. Connections West, North- 
west, Southwest and South 


through the various Chicago belt ¢.45. Medal and 
lines. Speed Cup 


Traffic Department 


CHICAGO SOUTH SHORE & 


SOUTH BEND R. R. 


Chicago, Ill. South Bend, Indiana 
72 W. Adams St. Michigan Street at LaSalle 
Phone State 0517 Phone 2-5764 
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Twenty-five new members were secured in a memb 


ershi 
paign conducted in April. ship ay 





The Birmingham Traffic and Transportation Clyp Will } 
its fourth annual golf outing at the Woodward Golf ci; Ve 
28. Guests will be invited. It will be an all-day affair aj, 


| ladies’ bridge and luncheon will be held in connection, 





Frank W. Matson, member of the Minnesota Railroad ay 
Warehouse Commission and president of the Minnesota Sta 


| Safety League, spoke on “Safety” at the weekly luncheon ¢ 
the Transportation Club of St. Paul at the Union Depot dining 


room May 6. Montgomery Ward and Company’s Male Trio pro 


vided entertainment. 





W. B. Kellett has been elected president of the Treorganizei 


| Fort Worth Traffic Club. 





The Winston-Salem Traffic Club has filed an application fy 


| membership in the Associated Traffic Clubs of America, Ty 


application will be submitted to the board of the national Organ. 
ization for a mail vote. ’ 





The Pacific Traffic’ Association will hold its next meeting 
at the Palace Hotel, San Francisco, May 13. H. K. Griffin, pres. 
dent of the Stockton Chamber of Commerce, will speak 
“Stockton’s Deep Water Project.” Entertainment will be Dre 


| vided. 





A luncheon meeting of the Traffic Club of Wichita will % 


| held at the Wichita Club May 12. “Hod” ensign will revicy 


four years spent in the Orient. 





The Sheboygan Traffic Club will hold its quarterly meeting 
at the Association of Commerce May 22. It will be designated 
“C. & N. W. Night,” and G. B. Vilas, general manager of that 


road, will speak. Moving pictures of operations at the Provis, 
| Ill., yard of the North Western will be shown, and a number 


of “surprise stunts” are promised. 





A “golf outing” will be given by the Traffic Club of Chicago 


| at the St. Andrews Golf Club May 17. Twenty major prizes 
| will be distributed among the winners. 





The Birmingham Traffic and Transportation Club will hol 


| a luncheon at the Thomas Jefferson Hotel May 13. There wil 


be a speaker and entertainment. The elub ball team will play 
the St. Barnard College team, Cullman, Ala., on the hom 
grounds of the latter May 10. 





Doctor Cameron Hermon, president of McKindree College, 
Lebanon, IIl., will be guest and speaker at a luncheon of the 
Traffic Club of St. Louis at the Hotel Jefferson May 12. A “stag 
outing” at the Westboro Country Club is planned for May %. 





A dinner dance will be given by the Traffic Club of & 
Joseph at the Hotel Robidoux May 21. Golf will be played a 
the afternoon at the Fairview Golf Club, with B. I. Monaghal 
in charge. 





The next meeting of the Grand Rapids Transportation Clud 
will be at the Hotel Rowe May 15. Dinner will be served até 
entertainment provided. The annual outing will be held at the 
Silver Lake Country Club June 4. Golf will be played afternoa 
and morning, sports all day, cards, and there will be 4 buffet 
lunch at noon. 


Personal Notes 


P. A. S. Franklin, president of the International Mere 
Marine Company, has been elected vice-president of ~ 
ber of Commerce of New York State, to serve until May, 
Franklin D. Mooney, president of the Atlantic Gulf — t of 
Indies Steamship Lines, and James A. Farrell, Jr., pres! en , 
the American South African Line, have been elected te 5 
of the committee on harbor and shipping, of which Alfre + 
Olcott, president of the Hudson River Day Line, has -_ ‘er al 
chairman. Winchester Noyes, president of J. H. t= for 
Company, has been elected chairman of the committe 
licensing sailors’ hotels and boarding houses. ry NE 

A dinner in honor of J. J. Pelley, president of the N. ingfil, 
& H., will be given by the Mid-Day Luncheon Club of SP 
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D cay. 

BP cgwPARE AND BE CONVINCED | © A GIANT FLEET 
7 nn to meet a GIANT need 
“a 

x 

““Ml WETZEL DROP FRONT TARIFF FILES 

ni ‘THE EASIEST WAY" 

a T1—Top Section 

ri a. 





review 





nS 
5 An American Vessel at the Port of London 
| fc) Oe) 


reeting ODAY the United States dominates the markets of the 





nated ‘ : 

“ T2—Tariff File Section With 24 2-Inch Drop Front Tariff Files world. Our manufactured products go to every corner 
rovisy, of the earth. Never before have we so urgently needed 
umber = ; swift, dependable ships to carry on our overseas commerce. 


, The new American Merchant Marine amply meets this 

| | co need with a great fleet of speedy, modern American-flag 

- ships. Made up of the hundreds of vessels in the 17 lines 

owned by the United States Shipping Board and those in the 

many others developed by the Shipping Board but now 

under private ownership, it offers American Business un- 
rivalled transportation to every part of the world. 

The advice and counsel of the experienced American 
operators of the Shipping Board lines are at your command 
at all times. These experts will be glad to help you solve 
your transportation problems. ‘Write for full information. 


hicago 
prizes 





Il hold 
re will 
ll play 


home 
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Stag 
lay 23, 






Té—Tariff File Section With 12 4-Inch Drop Front Tariff Files * * * 


A J 


T5—Sliding Shelf Section 





of St 
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jaghal *AMERICA FRANCE LINE 


*AMERICAN BRAZIL LINE 
*AMERICAN DIAMOND LINES 
DIXIE UK LINE 
*AMERICAN PIONEER LINE 
DIXIE MEDITERRANEAN LINE 


MISSISSIPPI VALLEY 
EUROPEAN LINE 


YANKEE LINE 
GULF WEST 
MEDITERRANEAN LINE 
MOBILE OCEANIC LINE 
AMERICAN GULF ORIENT LINE 
AMERICAN REPUBLICS LINE 
ORIOLE LINES 
- SOUTHERN STATES LINE 
; TEXAS MEDITERRANEAN LINE 
All wool and several yards wide! S. S. West 
Selene of the aan Republics Line dis- TEXAS UKAY LINE 
T7—Low Sanitary Base Section charging South American wool at Boston. TEXAS STAR LINE 


This is typical of the way the modern freight- : r = 
ers of the 17 Shipping Board lines listed here *Accommodations available for a limited 
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T6—Two Drawer Storage Section 





Write us for information 


supply raw materials for America’s industries number of passengers on these lines 
P. A. Wetzel Company UNITED STATES SHIPPING BOARD 
Manufacturers MERCH ANT FLEET CORPORATION 


SPRINGFIELD, ILLINOIS WASHINGTON, D. C. 
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“Who said, ‘No 
Rest for the Wicked’? 










I claim that even a dyed-in-the- 
wool criminal would have sweet 
dreams of childhood if he traveled 
via the Overland Route. They tell 
me that the roadbed is the smooth- 
est in America and I’m ready to 
believe it. Furthermore, it would 
take more than a troubled con- 
science to keep me from enjoying 
one of their dining car meals.” 












e 





e e 








Comfort...“‘meals that appeal”... 
and convenient service from 
Chicago, Omaha, St. Louis, Kansas 
City, Minneapolis, St. Paul to Den- 
ver, Salt Lake City and Ogden, 
Utah... and to California and the 
Pacific Northwest. 












A handy United States folder map 
sent free to Executives, upon request. 












C. J. COLLINS 
General Passenger Agent 
Union Pacific System 
Omaha, Nebraska 










THE OVERLAND ROUTE 


UNION PACIFIC 
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May 
— 
Ill., at the Leland Hotel May 14. Henry W. Beyers, vicg 
ident of the Chicago & North Western, will be a guest of te = 


and will speak, and V. V. Boatner, president of the Chi 

Great Western, will be chairman and will introduce the — 
of honor. Special entertainment will be provided by denen 
more & Ohio Men’s Glee Club of Cincinnati. as 


R. A. Hand has been appointed commercial agent, Piggy, 
and Northern Railway, at Spartanburg, S. C., succeeding RR 
Vaughan, resigned. ce 


W. T. Hamilton, vice-president of the Pennsylvania, has bee 
appointed a member of the transportation committee of the 
Chicago Association of Commerce, to represent the eastern lines 
serving the city. Other railroad executives on the committee 
as representatives of the carriers in other sections of the J 
country, are Fred W. Sargent, president of the Chicago an 
North Western, spokesman for the western lines, and CH 
Markham, chairman of the Illinois Central, for the roads operat. 
ing from Chicago into the south. Mr. Hamilton replaces ¢ J 
Brister, vice-president in charge of freight traffic, New York 
Central. 





C. S. Reed, president of Fairchild Aviation Corporation, map. 
ufacturing subsidiary of the Aviation Corporation, has resigne 
his office to devote his entire attention to a business jn the 
middle west in which he has personal interests. Frederic ¢ 
Coburn, president of Aviation Corporation, was elected presi 
dent of the Fairchild company. James F. Hamilton, president 
of American Airways, Inc., has resigned, and Frederic G. Coburn, 
president of the Aviation Corporation, elected to succeed him, 


! 
I 
i 
t 
¢ 


A circular issued from the office of President J. J. Bernet, 
announces that, effective May 1, the Chesapeake and Ohio has 
taken over all properties of the Hocking Valley and assumed 
the operation thereof. The lines taken over will be designated 
as the Hocking division and will become a part of the westen 
general division. All officers and employes of the Hocking 
Valley will, unless otherwise instructed, continue to perform 
their present duties. The following appointments have been 
made on the Chesapeake & Ohio: H. Q. Wasson, assistant gep- 
eral freight and passenger agent, Columbus, O.; Ira W. Morris, 
general freight agent, Chicago; C. A. Ulrich, 
general agent, Detroit; F. W. Ditman, commercial agent, Detroit: 
J. E. Black, general agent, Toledo; J. D. Anderson, commercial 
agent, Toledo; J. M. Griffin, general agent, passenger depart: 
ment, Toledo; C. P. Williams, northern passenger agent, Detroit; 
F. D. Beale, assistant general superintendent, western general 
division, with headquarters at Huntington, W. Va.; E. D. Glen, 
superintendent, Richmond division, at Richmond, Va.; succeed 
ing Mr. Beale, and H. A. Iuler, assistant superintendent, Clifton 
Forge division, with headquarters at Ronceverte, W. V., suc: 
ceeding Mr. Glenn. 


Another step in enlargement of the passenger department of 
the General Steamship Corporation, Ltd., through opening of 
new offices at Los Angeles, is announced. Arthur Friberger 
continues as district passenger agent in southern California, 
and will be assisted by C. B. Edmonds, as passenger agellt, 
formerly attached to the French Line. New and_ enlarged 
passenger offices were opened by the company in San Francisco, 
February 1, under the direction of A. H. Price, as general pa 
senger agent, and Sven Soderblom, as district passenger agetl 
for northern California. 


The Alabama, Tennessee and Northern Railroad has estab- 
lished an office at New York, with Herbert W. Pattersot, 
eastern freight agent, in charge. An office was recently estab 
Ished at Louisville, Ky., where George E. Hixon was appoint 
general agent; also one in Detroit, with Charles F. Beach : 
general agent. C. A. Lawson has been appointed commercia 
agent at Birmingham, Ala. 


A joint committee of various sections of the Americal Rall: 
way Association having to do with highway grade crossing a“ 
tection has been elected, with W. J. Towne, chief — 
Chicago & North Western, as chairman. G. E. Ellis has ee 
elected secretary, and the following have been elected — 
chairmen: H. A. Rowe, claims attorney, Delaware, Lo grace ea 
Western, New York, safety section; F. Ringer, chief engin A 
M.-K.-T., St. Louis, construction and maintenance os 
H. Rudd, chief signal engineer, Pennsylvania, Philadelphit, 
nal section. The committee will have its headquarters 12 
ington, D. C. 
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You may either write or wire our Washington office 
for information concerning matters in any dé | 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


NATIONAL 
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DONT LAUGH! [1§ MAY BEA PICTURE 
_ OF YOUR TRAKEIC DEPARTMENT 


























RAILWAYS 


FOOLISH waste of time, isn’t it, for the 

tender to be so far away from the locomotive? 
But no more so than the waste of time in the 
Traffic Department that has old-fashioned bulky 
desks and files far removed from each other, com- 
pelling clerks to make frequent trips between the 
two. McBee Rate Desks and Vertical-Flat Filing 
Cases put tariffs within easy reach of the clerk’s 
hands without his leaving his chair. 


Write for Literature, Specifications, Prices 


THE McBEE BINDER Co. 


502 Madison-LaSalle Bldg. Chicago, III. 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 





F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. A A. Horcasitas, Com. " 
441 Monadnock Bids. 414 Whitney Bank B 
San Francisco, Calif. New Gulcome, La. 


F. C. Lona, Com. F. Alatorre, Com. Agent 
Room 1520, 815 Pacific Electric 

Two-O-One North Wells Bidg. Los Angeles, Cal. 

Chicago, Illinois 


El Paso to Mexico City . . + 101 Hours 
Brownsville to Mexico City . 69 Hours 


OF MEXICO 
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and From 
the Orient 
Express Speed 


This unusual advantage is offered 
by the ‘‘President Liners’’ which 
speed to and from the Orient over 
“the Short Route’’. Sailings every 
other Saturday to Yokohama, Kobe, 
Shanghai, HongKong and Manila. 
Arrivals from the Orient every other 
Saturday. Through bills of lading to 
all Oriental ports hurry up deliveries. 
A fleet of express ‘‘Cargo Liners” 
augment this service with sailings to 
and from Shanghai, Amoy, HongKong 
and Philippine Island Ports. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W. G. ROCHE, Inc., Gen. Agt. R.W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 Offices in 22 countries at your service. 


American Mail Line 































UNITED FRUIT COMPANY 
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General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Salvador, Nicaragua, Columbia, Costa Rica, Guate- 
mala, Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports of 
Mexico, Central and South America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 
San Francisco, Cal. 


Long Wharf, 
Boston, Mass. 


17 Battery Place, 321 St. Charles St., 
New York, N. Y. New Orleans, La. 
140 S. Dearborn St., 
Chicago, Ill. 
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NOT&—items in the Docket marked with an asterisx (*) 






























naving been added since the last issue of The Traffic World. ‘cy ~s 
lations and postponements announced too late to show the cha 
this Docket will be noted elsewhere. nae in 












May 12—Washington, D. C.—Examiner Folsom: 
Finance No. 3829—In re excess income of Midiand Valley R, R. 
May 12—Washington, D. C.—Examiner Sullivan: 
Finance No. 8199—Application Pa. R. under section § (2 
Interstate Commerce act for authority to acquire contro} 5 he 
of railroad, property and franchises of Western N. Y. & Pare 
Finance No. 8212—Application Elmira & Lake Ontario R Co, f 
authority to acquire control of the Marion Ry. Corp. by "purchase 
of capital stock. 
May 12—St. Louis, Mo.—Examiner Brennan: 
1. & S. 3445—Dry Paints and Materials from C. F. A. 
Valley Territories to Southern Classification territory. 


May 12—Washington, D. C.—Examiner McAuliffe: 
19656—James O’Meara et al. vs. B. & O. R. R. et al. 
May 12—Washington, D. C.—Examiner Quimby: 
Finance No. 3672—In re Excess Income of C. & I. M. Ry. (furthe 
hearing). " 
Valuation No. 897—Wabash Ry. Co. et al. (further hearing), 


May 12—Jonesboro, Ark.—Examiner McChord: 
23150—Portageville Milling Co. et al. vs. C. & E. I. Ry. et al, 
23252—-Jonesboro Freight Bureau et al. vs. St. L.-S. F. Ry. et al 

May 12—Pittsburgh, Pa.—Examiner Cheseldine: 

22528 (and Sub. 1)—Eatmor Chocolate Co. vs. A. G. S. R. Reta 
(further hearing). 

May 12—Jefferson City, Mo.—Missouri Public Service Commission: 

Finance No. 8096—Application K. C. S. Ry. for a certificate of public 
convenience and necessity authorizing construction, operation an 
abandonment of certain railroad lines in Kansas City, Mo. 


May 13—Philadelphia, Pa.—Examiner Crowley: 
— I. Dupont De Nemours & Co. vs. C. St. P. M. & 0. By. 
et al. 
May 13—St. Louis, Mo.—Examiner Brennan: 
23132 (and Sub. 1 and 2)—Milne Lumber Co. vs. N. Y. C. RB. R. 
May 13—Cleveland, O.—Examiner Cheseldine: 
23218—Wm. E. Asplin Basket Co. vs. Pa. R. R. et al. 
23261—Atlas Tack Corp. et al. vs. A. C. & Y. Ry. et al. 


May 14—Memphis, Tenn.—Examiner McChord: 

1. & S. 3435—Cotton and Cotton Linters from Oklahoma to interstate 
destinations. 

May 14—St. Louis, Mo.—Examiner Brennan: 

16282 (and Sub. 1)—McEwing & Thomas Clay Products Co. et al. 
vs. C. & E. I. Ry. et al. (further hearing for purpose of determin- 
ing amount of reparation due complainants under findings in 
the case). 

May 14—Philadelphia, Pa.—Examiner Crowley: ; 

1. & S. 3443 (and 1st supplemental order)—Blocking and staking 
lumber and other articles on cars at North Atlantic Ports. 

May 14—Argument at Washington, D. C.: _. 

Ex Parte 100—In the Matter of Classification of investment in co 
lieries and accounting for operation thereof by the N. & W. By. 

21334—American Sugar Refining Co. et al. vs. C. B. & Q. et al. 
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GET A REAL GRASP ON TRAFFIC! : 


To Men Who Really Want to Succeed: 


You are paid for what you know. Make up your mind 1 
to know more—to BECOME EXPERT IN_ TRAFFIC. 
Be one who decides—the man who now tells you what 
to do. Turn your spare time into moncy to spare. 
There is a demand for those who know traffic—those who 
learn by using legally filed tariffs, I. C. C. and court 
decisions and official documents. Ze 
Our new practical training is a revelation of simplicity 
and personal training. 
Two separate courses—both available through resident classes ot } 
mail: ; 
2. Traffic Law and Practice 


A few reservations for the Spring resident class still available. 
training available at all times. 
Write, phone, or call for information. 
CHICAGO, ILL. NEW YORK, N. Y. ( 
College of Advanced Traffic | Academy of Advanced Trafii 
608 South Dearborn St. 299 Broadway 


Telephones: Harrison 8649-50 Telephone: Worth 5820 |i 
POSITIONS WANTED OR OPEN 


western Nef 


1. Traffic Specialization 
Mail | 











WANTED—Traffic specialist for chemical industry, ¥ d traininé 
York location; degree from recognized school with specialized ystria 
in traffic and at least one year of experience in an active tion cot 
traffic department. Send complete information with applica pected 
cerning age, experience, training, availability, health, salary , 


and references. Address O. B. R. 284, care Traffic World, a 
time 


YOUR COMPANY NAME on your shipping forms saves tinted 
money. Bills of lading, claim forms, export declarative te 
Quick service. Investigate these economies today. 418 S 
Traffic Service Corporation, Merchandise Department, , 
St., Chicago, Il. 





M ‘arket 





| 
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‘Three NEW liners 


ws 


| all 33,000 tons 
in size 


Ss. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


{tinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 


Proposed Sailing Dates: 


Mestbound from New York 


Pennsylvania.May 17 July 5 
California....Mayj31 July 19 
Vicginia June 21 Aug. 2 


ot 


Eastbound from 
San Francisco—Los Angeles 
Virginia May 24 July 12 
Pennsylvania.June 7 July 26 
California ....June21 Aug. 9 
from Los Angeles 2nd day following 


faname facifie fine 


, ALL NEW STEAMERS - 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C 


(West 23rd St.) Tel. Chelsea 6760 


Chicago, 180 N. Michigan Ave. 


1 Broadway, N. Y. C. 
Tel. Digby 2840 
Boston, 84 State Street 


Philadelphia, Public LedgerfBidg. Baltimore, Chamber.of Com- 


San Francisco, 311 California St. 


merce’ Bldg. 





Los Angeles, Central Bldg. 


Mr. SHIPPER! 





After that rush order has left your shipping 
room, how soon will it reach your customer ? 


For assurance of an early delivery, route it 
via the 


GREAT CENTRAL WAY 


Over one thousand miles daily— 
overnight—dependable—service. 


TERMINALS: 


Detroit, 731 23rd St. - 
Chicago, 3615 Iron St. - 


f 
<x 
“¥ 


Mel 


je " a Pat oFF 


Phone Lafayette 3470 
— Phone Lafayette 4866 
Cincinnati, 447 E. 2nd St. - - Phone Main 2299 


RAL TRAy 


EST. 1927 


‘2, 


T-CINCINNATI - INDIANAPOLIS-CHICAGO 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 






SAILS ARRIVES 
Voy. BALTI- | PHILA- LOS PORT- 


No. VESSEL MORE | DELPHIA| ANGELES |°#" Francisco} Lanp 


DEPART|DEPART|ARRIVE /ARRIVE /ARRIVE |ARRIVE 


CUBORE Sailed | Sailed 





8 May 8] May 13] May 19] May 22 
1 | VERMAR Sailed | Sailed | May 17] May 22} May 28] May 31 
10 | CALMAR Sailed | Sailed | May 26] May 31] June 6] June 9 
2 | FLOMAR May 2] May 12] June 4] June 9] June 15] June 18 
2 | PORTMAR | May 11] May 21] June 13] June 18 | June 24 | June 27 
10 | PENNMAR | May 20] May 30] June 22] June 27] July 3] July 6 
10 | YORKMAR | May 29] June 8] July 1] July 6] July 12] July 15 
10 | MASSMAR | June 11 | June 17] July 10] July 15] July 21] July 24 
10 | OAKMAR June 18} June 26] July 19} July 24} July 30] Aug. 2 
2 | LOSMAR June 25] July 5] July 28} Aug. 2] Aug. 8] Aug. 11 


Sailing every NINE days from Philadelphia and Baltimore 
DIRECT to Pacific Coast. 


REGULAR DEPENDABLE SERVICE 


For information regarding rates, etc., apply to nearest office: 


CALMAR STEAMSHIP CORPORATION 


MOORE & McCORMACK CO., INC., GEN. gwayNE AND HOYT. INC., AGTS. 


Baltimore, Md., 15 S. Gay St. Los Angeles, Cal., 63! Central Bidg. 
Chicago, Ill., Rookery Bldg. Portland, Ore., 911 Bd. of Trade Bldg. 
Cleveland, O., Union Trust Bldg. San Francisco, Cal., 240 Front St. 

New York, 5 Broadway Seattle, Wash., 201 Central Bidg. 
Philadelphia, Pa., Bourse Bidg. 

Pittsburgh, Pa., Oliver Bldg. REGULAR PACIFIC COAST PIERS 


REGULAR ATLANTIC COAST PIERS 
Baltimore—Pler 7, West Md. Ry., Port 


Covington 
Phitadelshia—Pler 27N. Reading Co. 
Will consider special ealj at other pliers San Francisco—Pler Ne. 
when sufficient carge is effered. Seattle—Atlantie Dock Terminal 


Los Angeles—230B Terminal isiand 
Oakland—Howard Terminal 
Portiand—No. {| Oceanlo Terminal 









ORIENT PACIFIC COAST JOINT SERVICE 


OCEANIC AND ORIENTAL NAVIGATION COMPANY 
TACOMA ORIENTAL STEAMSHIP COMPANY 
MATSON NAVIGATION COMPANY 
STATES STEAMSHIP COMPANY 
From Philippine Ports, Manila and Hongkong 
Direct to San Francisco, Los-Angeles, Portland, Seattle and Tacoma 


Sailing from | corpen MOUNTAIN | SS MAUNAWILI SS ILLINOIS 
SS Se May 9 May 26 May 17 
Hongkong. .... May 13 (Omits) (Omits) 

Due to Arrive 
San Francisco... June 8 June 21 June 12 
Los Angeles... (Omits) (Omits) (Omits) 
... . SS Bie (Omits) June 30 
Seattle-Tacoma} _......... (Omits) (Omits) 





Sailings every week thereafter. 
From Shanghai, Tsingtau, Taku Bar (Tientsin), Dairen and Otaru 
Direct to San Francisco, Los Angeles, Pertland, Seattle and Tacoma 





Sailing from SS IOWA SS SEATTLE SS GOLDEN TIDE 
Shanghai...... May 18 May 31 June 25 
Tsingtau...... May 23 June 5 June 30 
Taku Bar...... May 27 June 10 July 5 
. a June 2 June 9 July 10 
Re June 10 (Omits) (Omits) 
Shanghai...... (Omits) June 18 July 15 

Due to Arrive 
San Francisco. . June 30 July 14 Aug. II 
Los Angeles. . . (Omits) (Omits) Aug. 18 
Portland...... July 7 (Omits) (Omits) 
Seattle-Tacoma (Omits) July 21 (Omits) 


~~~ Sailings every ten daystherealter. || 
STATES STEAMSHIP CO., General Oriental Agents 
American-Hawaiian S. S. Co. 


Agents Oceanic and Oriental Navigation Co. Tel. Davenport 2900 
215 Market St., San Francisco, Cal. 


Matson Navigation Compan 
215 Market St., San Francisco, Cal. el. Davenport 2300 


Williams, Dimond & Co. 


Agents States S. S. Co. and Tacoma Oriental Steamship Co. 
310 Sansome St., San Francisco Tel. Davenport 4700 
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AUSTRALIA 


FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 
THE TRANSATLANTIC STEAMSHIP CO., LTD. 


MS SS MS SS 
Sailing BULLAREN | INDIANIC [SS TOLKEN| wipeapooxa | YNGAREN 
PORTLAND April 26 May 24 June 25 J 
SEATTLE April 29 May 28 June 28 
VANCOUVER, B. C. April 30 May 30 June 30 
SAN FRANCISCO! May 10 June 7 July 10 
Los Angeles Harbor May 15 June 11 July 15 
Due 
BRISBANE 
SYDNEY 
NEWCASTLE % 
MELBOURNE June 19 July 20 Aug. 24 Aug. 16 . 
ADELAIDE June 26 July 28 Aug. 30 Aug. 22 Sept. 


GENERAL STEAMSHIP CORPORATION 
Pacific Coast Agents 
240 Battery Street, San Franciseo 
E. L. McCONNAUGHEY & CO., INC. J. H. SCHAEFER & CO. 


327 S. La Salle St. 905 Majestic Bidg. 
CHICAGO — DETROIT - 


July 20 


July 7 
July 12 
July 16 


June 6 
June 11 
June 15 


SHIP THROUGH 
WILMINGTON 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 


Wilmington Marine Terminal 
Wilmington Delaware 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. . ..... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


S. N. LONG WAREHOUSE 


Storers, Distributors 
an 
Forwarders 





Low Rates 








General Merchandise 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 
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May 15—Milwaukee, Wis.—Examiner Bardwell: 

2 (and Sub. 1)—Kohler Co. vs. A. T. & S. F. Ry. et al, 


May 15—Memphis, Tenn.—Examiner McChord: 
1. & §&S. es ge | cotton from Texas to Memphis, Tenn 
Southeastern and Carolina destinations. “» and 


May 15—Roswell, N. M.—Examiner Johnston: 

21531 (and Sub. 1)—Oscar White vs. A. T. & S. F. Ry. et al, i 
thur hearing, for sole purpose of enabling complainants to 2 
that they paid and bore the freight charges). prove 

22034—M. L. Cottingham vs. A. T. & S. F. Ry. et al. (further hear 
ing, for sole purpose of enabling complainants to prove that they 
paid and bore the freight charges). 

23134—-E. O. Finley et al. vs. A. T. & S. F. Ry. et al. 

21984—E. O. Finley vs. A. T. & S. F. Ry. et al. (for sole purpose 
of enabling complainants to prove that they paid and bore the 
freight charges). 

May 15—Washington, D. C.—Commissioner Meyer and i 
Walton: ” Examiner 

Finance No. 8092—Application N. Y. C. R. R. for authority to acquin 
and operate lines of railroad of U. & D. R., between Kingston 
Point and Oneonta, with two branch lines, in Ulster, Green Dela. 
ware, Schoharie and Otsego counties, N. Y. z 


May 15—Argument at Washington, D. C.: 
21585—Ohio-Ky. Associated Industries vs. A. & R. R. R. et al, 
21786—Traffic Bureau, Davenport (lowa) Chamber of Commerce et 
al. vs. A. & E. R. R, et al. (and cases grouped therewith). 
21871—Colgate-Palmolive-Peet Co. vs. P. & L. E. R. R. et al, 


May 15—New York, N. Y.—Examiners Stiles and Parker: 

1. & S. 3234—Fresh meats and packing house products, to, from 
and between points in southern territory (and cases grouped there. 
with) (adjourned hearing). 

May 15—Washington, D. C.—Examiner Rasch: 

Finance No. 3950—In re excess income of Tionesta Valley Ry. (fur. 

ther hearing). 


May 15—Philadelphia, Pa.—Examiner Crowley: 
23268—Hinde & Dauch Paper Co. vs. B. & A. R. R. et al. 
23099—-Carthage Pulp & Board Co. vs. Pa. R. R. et al. 


May 16—Toledo, O.—Examiner Cheseldine: 
23282—Hausman Steel Co. vs. Pa. R. R. 


May 16—Salina, Kans.—Examiner Johnson: 
23297—Western Star Mill Co. vs. A. T. & S. F. Ry. et al. 


“~ 16—Philadelphia, Pa.—Examiner Crowley: 
23096—Charles S. Walton & Co., Inc., vs. B. & O. R. R. 


or 16—Argument at Washington, D. C.: 
009—Atlantic Shell Co., Inc., et al. vs. A. C. L. R. R. et al. 
22013—John Pierson vs. Pa. R. R. et al. 
-— «we nee Bureau, for Brannon Coal Co. et al. vs. A.G 
» me M. Ct Al. 
22047—Jackson Traffic Bureau, for Jackson Fertilizer Co., vs, A. 7. 
& S. F. Ry. et al. 
io 16—Roswell, N. M.—Examiner Johnston: 
23091—Silver City Beer & Ice Co. vs. A. T. & S. F. Ry. et al. 


May 17—Madison, Wis.—Examiner Bardwell: 
23192—Oscar Mayer & Co. vs. B. & O. R. R. et al. 
May 17—Argument at Washington, D. C.: 
22102 (and Sub. 1)—Cherry-Burrell Corp. et al. vs. A. T. & S. F. By. 
et al. (and cases grouped therewith). 
22145—Consolidated Paper Co. vs. A. T. & S. F. Ry. et al. 


May 17—Chicago, Ill.—Examiner Cheseldine: 
23254—-Darling & Co. et al. vs. C. & E. I. Ry. et al 


May 19—Richmond, Va.—Examiner Diamondson: 
23298—Miller Manufacturing Co. vs. A. C. et al. 
May 19—Washington, D. C.—Examiner Walsh: 
Finance No. 3643—Excess Income of Brimstone R. R. & Canal Co. 


May 19—Bloomington, Ind.—Special Examiner Rice: ati 
20699—Alexander King Stone Co. vs. C. L & L. Ry. (further hearing 
on question of damages). 


May 19—New York, N. Y.—Examiner Crowley: ints in 

1. & 2 3446 a ist supplement)—Plasterboard between poi 
southern territory. 

1. & S. 3446 (second supplemental order)—Plasterboard betweel 
points in southern territory. , 

23155—Certain-teed Products Corp. vs. A. & R. R. R. et al. ification 

1. & S. 3419—Plasterboard between points in Official Class 
territory and from that territory to points in Canada. 


May 19—Chicago, Ill.—Examiner Cheseldine: 

23279 (and Sub. 1 and 2)—Jos. Denunzio Fruit 
& S. F. Ry. et al. 

May 19—Green Bay, Wis.—Examiner Bardwell: R 

23680—Green Bay Port Huron & Detroit S. S. Co. vs. A. & A. R 
Corp. et al. 

May 19—El Paso, Tex.—Examiner Johnston: 

1. & S. 3424—Hides, pelts and skins, from E 
— points to Kansas City, Mo., St. Louis, 
yond. 

May 19—Argument at Washington, D. C.: £0 
24931 (and Sub. 1)—Whitacre-Greer Fireproofing Co. VS. B 
21965 Detling & Cc B. & Ar. R. R. et al Ry. 

rling o. vs. B. = 4 5 y. RY. 
22332—American Agricultural Chemical Co. et al. vs. A- c. & 
et al. gs. F. Ry. et al. 
22071—Atwood Farmers Oil Co. et al. vs. A. T. & " ot al 
22317—Illinois Clay Products Co. vs. E. J. & E. Ry. 

May 19—Washington, D. C.—Examiner Maidens: 
23157—Smoot Sand & Gravel Corp. vs. B. & O. R. R. et al. 

M 19—Hutchinson, Kans.—Examiner Johnson: Okis- 
ag és. 3432—Out-of-Line charges on grain from a — 

homa to Kansas points, when transited at Hutchinson, 

May 19—Jackson, Miss.—Examiner McChord: 1 
23212—Case Commission Co. vs. A. G. S. R._R. et - aa 
23256—Royal Route Coal Co. et al. vs. A. G. S. R. oa 

May 19—Kansas City, Mo.—Examiner Brennan and 


Brainerd: 
23148—Albertson & Co., Inc., et al. vs. A. C. & Y. RY. et al. 
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|pIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL EDWARD A.A | *“"Hiaweciue 


Especial attention to rate and railroad| CERTIFIED PUBLIC ACCOUNTANT (ILL. 
—ae matters generally. SPECIALIZING sea 
PHILCADE BUILDING 1704-6 Boatmen’s Bank Bldg. INTERSTATE COMMERCE CLAIMS 
TULSA, OKLAHOMA St. Louis, Mo. 


FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


Jos. C. COLQUITT THOMAS M. WOODWARD | You can reach Traffic World 








ATTORNEY AT LAW ATTORNEY AT LAW readers each week 
ight Classification Matters Formerly Attorney for the Director General . 
— a Commerce and of Railroads and Attorney and Examiner a o> = of 4 ene 
| Departmental Practice for the Interstate Commerce Commission. aniues a ens ype fortieth e f 
| s10 Eighteenth St. WASHINGTON, D. C. Transportation Building, WASHINGTON, D.C. a cent per subscriber. 
Dick Dix ‘ 
“Yank A. Lafingwell ck Dixon| Moultrie Hite Ben_B. Cain, 3s.! MANGHUM, MANGHUM & SHANDS 


COMMERCE ATTORNEYS 
Transpertation Building, Washingten, D. C. 
State-Planters Building, Richmend, Va. 


Masen Manghum, formerly with Interstate Cem- 
merce Cemmissien and Virginia Cemmissien. 


H. E. Manghum, fermerly Cemmerce Counsel, 


LEFFINGWELL & DIXON HITT, MILLER, CAIN & MUNSON 


RNEYS AT LAW 
ona Attorneys at Law 


SPECIALIZING IN RATE, CLASSIFICATION 
Interstate Cemmerce and Federal 
AND VALUATION CASES Tax Matters a Specialty 








| Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas | Union Trust Building WASHINGTON, D. C. United States Shipping Beard. 

GEORGE H. PARKER| J. K. MOORE JOHN ANDREW RONAN 

| ATTORNEY AT LAW ATTORNEY-AT-LAW LAWYER AND 
TRANSPORTATION ANALYST 502-8 Petroleum Building COMMERCE ATTORNEY 

‘Union Trust Bldg. Washington, D. C. Oklahoma City, Okla. | 


11 South La Salle Street, Chicago, III. 


; ij]. | Specializing in Rate and Other T ortatio 
| Formerly Assistant to Director General of Rail P & Pal ransportation Telephone Randolph 0844 


| roads, and Comptroller United States R. R. Adm. 


BRAINERD W. LA TOURETTE| THOMAS L. PHILIPS 


| ATTORNEY AT LAW Sane oe he 


WARREN H. WAGNER 


ATTORNEY AT LAW 
Especial attentien to matters befere Inter- 


Specializing in practice before Interstate state Commerce and Federal Trade Cemmis- Investment Building, Washington, D. C. 
Commerce and State Commissions siens, rates, price fixing and valuatien. Fe ly Assistant Chief Exami 
| PRACTICE IN ALL COURTS PRACTICE IN ALL COURTS epoca yaa eae aN 
PAUL BROWN BLDG. ST. LOUIS, MO. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 













DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS BISHOP & BAHLER T. D. GEOGHEGAN 


TRAFFIC MANAGERS 


Cc 
Cc 














CONSULTING ENGINEER All Traffic and Transpertatien Matters COMMERCE SPECIALIST 
| Cot and Statistical Analyses—Matters Relating | Interstate Commerce and State Commission Cases Matters Before State and Federal 
Macon ip and Valuations E. pny «+ Commissions and Departments 
ANSPORTATION BLDG. — sacra go Pine Street TRANSPORTATION BUILDING 





WASHINGTON, D. C. 319 Oetlend. Calif. WASHINGTON, D. C. 


















1LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 






TRUCKING 


EST. 1857 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


CHICAGO 
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HW Beece Storers, Distributors and Forwarders 
“tHE if) reateanatiett of General Merchandise 

an i cpa! “2 175,000 Square Feet Floor Space 
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Manufacturing space— 
for sale or lease 


‘Complete buildings, floors or smaller manufacturing space in a city of 


70,000. Served 


by three railroads; private sidings on two, Pa. R. R. 


and G.T.R.R. Street cars and boulevards one block away, concrete 
pavement to buildings, ample parking space. 


Monolithic cement and cement block buildings—three stories high, 
with light and fresh air on all sides. Buildings heated; sprinkler 


system; large freight elevators. 


Good residence section within five minutes’ walk. 
This is the place for a growing factory, a new industry or a branch 


factory or assembling plant. 
details and blueprints, write 


In the heart of lower Michigan. For 


Factories, Inc., 
1911 Factory St., Kalamazoo, Mich. 


There is also some space suitable for warehouse use. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully accomplished to 
the 5,000,000 Pittsburgh District population through the Terminal system. Direct 


connections of all rai 
and hauling, except for city deliveries. 
modern facility for doing business. 


lroads into the group of buildings eliminates all trucking 
Lowest obtainable insurance rates. 


Every 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 


Terminal Way and Carson Streets 


Pittsburgh, Pennsylvania 


MERCHANDISE STORAGE and 
“POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


REAL 
SALARY 
INCREASES 


TRAINED 
TRAFFIC 
MEN 


OT 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Traffic Management — as 
practiced by men of thorough training— 
offers very substantial opportunities. The 
TrafficManager whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because his work affects vitally the 
most intimate elements of the business. 

Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
for his employer. Heis consulted on loca- 
tion of branches, warehouses, new plants, 


LaSalle Extension University, Dept. 595-T, Chicago, III. 


BEACON FALL: 


and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,’’ 
tells the complete story. Every traffic 
or railroad employee should read this 
book. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
us today for all the facts. Your inquiry 
will not obligate you in the slightest. 
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LONG ISLAND 


May 20—Washington, D. C.—Examiner Glover: 
Fourth Section Application Nos. 1571 et al. (further hearing) 


May 20—El Paso, Tex.—Examiner Johnston: 
23016—El Paso Freight Bureau et al. vs. A. T. & §. F, Ry. et al 


May 20—New York, N. Y.—Examiner Crowley: 
23120—Penn Veneer Co. et al. vs. W. Md. Ry. et al. 
21904—Williamson Veneer Co. vs. B. & O. R. R. et al, (furth 

ing). er hear. 


May 20—Washington, D. 
22907—Illinois Silica Sand Traffic Bureau vs. A. C. & y R 
23111 (and Sub. 1)—Pennsylvania Glass Sand Corp. vs. 4. t et al 
oands—‘Industrial Silica C liqui ks. 

4! ndustria ca Corp. vs. Aliquippa & Souther 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. Ry. et al RR etal 

* 23340—F. E. Reed Glass Co. vs. Pa. R. R. et al. ; 


May 20—Argument at Washington, D. C.: 

1. & S. 3299—Stoves, ranges, boilers, house heating furnaces 
thereof and related articles, from, to, and between jo Bo 
southern territory. in 

22379—Southern Assn. of Stove Manufacturers et al. vs, 4 CL 
R. R. et al. yim 

1. & S. 3363—Stoves, ranges, boilers, house heating furnaces Darts 
thereof and related articles, from, to, and between points ; 
southern territory. . 

a Vt., Chamber of Commerce et al. vs. A. & gt. L 

. R. ot al. 


May 20—Jackson, Miss.—Examiner McChord: 
23118—Jackson Traffic Bureau vs. A. G. S. R. R. et al, 


May 20—New York, N. Y.—Examiners McGrath and Smith: 
22426—Rates and minimum weights on metal containers, ete. (ang 
cases joined therewith) (adjourned hearing). 

1. & S. 3423 (and 1st supplement)—Empty returned carriers, cases, 
bottles, barrels, drums, etc., from Texas and Oklahoma to Cob- 
rado (in connection with further hearing now assigned for that 
date in No. 22426—general investigation as to metal containers), 


ne 20—Kansas City, Mo.—Commissioner Brainerd and Examiner 
rennan: 

23055—Capital Iron Works Co. et al. vs. A. T. & S. F. Ry. et al, 
May 20—Chicago, Ill.—Examiner Cheseldine: 

23225—Egyptian Tie and Timber Co. vs. B. & O. R. R. et al. 


eons” «eae N. J.—Board of Public Utility Commissioners of 


C.—Examiner Fuller: 


* Finance No. 8117—Application Pa. & Atlantic R. R. for authority 
to abandon its Island Heights Branch. 

May 21—Cincinnati, O.—Examiner Hosmer: 

Ex Parte 99—Application of Mississippi Valley Barge Line Co. for 
certificate of public convenience and necessity under Dennison 
law. 

May 21—Kansas City, Mo.—Examiner Brennan: 
22381—Arthur Capper, doing business as Capper Publications, vs 

A. T. & S. F. Ry. et al. (further hearing). 

May 21—Chicago, Ill—Examiner Cheseldine: : 

22965 (and Sub. 1 and 2)—M. A. Bell Co. et al. vs. A. A. R. R. etal 

May 21—Argument at Washington, D. C.: 
22110—Staples Oil Co. et al. vs. N. P. Ry. 
22174—Deere & Co. vs. Belt Ry. of Chicago, IIl. 
22185—Marquette Coal & Mining Co. vs. C. & N. W. Ry. etal. 
22543—Davenport Locomotive & Manufacturing Co. et al. vs. Belt 

Ry. of Chicago et al. 

May 21—Washington, D. C.—Examiner Konigsberg: 
23071—American Tar Products Co. vs. N. Y. C. R._R. et al. f 
20723—F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al. (further 

hearing). 

May 21—Crawfordsville, Ind.—Examiner Hagerty: , 
28989_—City of Crawfordsville vs. C. C. C. & St. L. Ry. (for sole 

purpose of determining amount of reparation due complainant 
under findings in this case). 

May 21—Wichita, Kans.—Examiner Johnson: 
23065—United Sash & Door Co. vs. A. T. & S. F. Ry. et al. 

May 21—Washington, D. C.—Examiner Maidens: 
23139—North American Cement Corp. vs. B. & O. R. R. et al. o 

May 21—Washington, D, C.—Commissioner Meyer and Assistant Di- 

rector Burnside: 

22260—Interstate Commerce Commission vs. Pa. R. R. et al. 

May 21—New York, N. Y.—Examiner Crowley: NY 
23172 (and Sub. 1)—Plunkett-Webster Lumber Co., Inc., vs. 4. * 
C. R. BR. et al. 

May 21—Greensboro, N. C.—Examiner Diamondson: 
23156—Arnold Stone Co. vs. A. C. L. R. R. et al. 
23186—McClamrock Co. et al. vs. A. & Y. Ry. et al. 
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WAREHOUSES 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY fi rom lenden and Norwich, Conn. a 
F.A., W. T. L., Inter-Moun 
exe BOAT SERVICE to < ** “South and’ Southwest 
STORE DOOR DELERT —» CLYDE, OLD DOMINION, SAV. LINES 
BY OUR OWN MOTOR TRUCKS Q){Q] ngat TORY and MORGAN S.5. 


A COMPLETE SERVICE 
for the warehousing an 

distribution of merchandise 
to Illinois points. 


TmINOs 
peta 


THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS. 





